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To every trafic center in the 
| _ United Stateswhere carbon brush 
UNIFORMITY and its  re- 
sultant EFFICIENCY are in 
demand, streams a constant 


supply of 


LE CARBONE 
BRUSHES 


Remember these two important 
facts—Le Carbone. Brushes 
ARE absolutely uniform—and 
the supply is CONSTANT. 
Try them. 


W. J. JEANDRON 
173 Fulton Street NEW YORK 
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Railway Motors 


The name Westinghouse is synonymous with the develop- 
ment of railway operating appliances. 


IIL 


It was Westinghouse who developed and introduced 
alternating-current machinery which made modern electric 
power development possible. 


It was Westinghouse who developed the rotary converter. 


lt was Westinghouse who developed and introduced the 
steam turbine in this country. 


ee | 


It was Westinghouse who developed and introduced the 
only type of multiple-unit control (electro-pneumatic) that 
meets all operating conditions satisfactorily. 


IL 


There are hundreds of other important things that were 
originally developed and introduced by the Westinghouse 
Company, so it is only natural to expect that this same organi- 
zation would lead in railway motor development. 
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The unparalleled records of economy and all round superior 
performance of Westinghouse railway motors during the past 
decade is a matter of common acknowledgement. Not content 
with this 


A New Pressed Steel Motor 


has been undertaken anda preliminary sample is on exhibition 
at the Convention for the first time; also a new-type split 
frame motor, and many other devices, all of which are intended 
to contribute toward greater operating economies, 
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Westinghouse Electric & Manufacturing Co. 


EAST PITTSBURGH, PA. 


Sales Offices in 45 American Cities 
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City & Shore Railroad 756 


These recently completed shops show the influence of 
the experience of steam railroad engineers in shop 
layout as applied to electric railway conditions. Ow- 
ing to local conditions the shops have been made re- 
markably complete, considering the size of the road. 
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Educational Safety Work by the Public 
Service Railway 762 


This work is in charge of a specialist who devotes his 
entire time to co-operating with all educational agencies 
in New Jersey as well as furnishing regular instruc- 
tion to company employees. 
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Block Signals on the Kansas City, Clay 
County & St. Joseph Railway 766 


Th’ 1200-volt, high-speed, interurban railway has re- 
er ily placed in service a complete system of auto- 
r .tic block signals which is described in detail by 

dbert P. Woods, city member board of control, Kan- 
sas City Railways Company, who includes figures 
covering the total cost of the installation. 
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Electric Welding in Track Repairs. 769 
F, J. Venning outlines his exy ience with electrically 
welded frogs and rail joints, givi. g details of the time 
required and current consumed in -ompleting different 
pieces of work wit ,a portable elec*ric welding outfit. 
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The marked success of the 
Westinghouse Reduction Gear in 
commercial service, proves that 
the floating frame maintains 
correct alignment of pinion and 
gears, compensates for torsional 
deflection; and therefore, assures 


uniform tooth pressure under all 
conditions of operation. 
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RAMIFICATIONS The article in this issue describ- 
OF ing the lines of activity of the 
SAFETY WORK safety department of the Public 
Service Railway suggests the extent to which it is 
possible for this movement to go. There is practically 
no resistance to its expansion, and the only limit seems 
to be set by the appropriation which the railway com- 
pany feels justified in making for the work. The re- 
turns for the expenditure are difficulf to measure in 
dollars and cents. In this the safety movement is like 
advertising. We know instinctively that it is a good 
thing and that, up to a certain extent, it will pay good 
returns. Just what this extent is cannot be scientifically 
determined, but we can be sure of a good return on all 
of the money that a railway is likely to spend on the 
movement. At the moment the safety movement has 
caught the public fancy. It fits in well also with a 


~ number of civic movements. It is well that the electric 


railway industry, being an inherently hazardous one, 
should make the most of its opportunity and should keep 
up the good work. The electric railways will thus take 
their places as leaders in their respective communities 
and will reap a direct reward in reduced accident costs. 


The attendance at the Atlantic 
FROM THE City convention will be large, but 
HOME GUARD necessarily a larger body of men 
must remain at home to keep the wheels going round. 
Many of those best qualified to take part in the discus- 
sion of papers and reports cannot break away. They 
can be represented, however, if the remarks which they 
would have spoken if at the convention are sent to the 
secretary by mail either this week or early next week. 
It is possible that all of these compositions cannot be 
read at the convention, but undoubtedly most of them 
can be, and in any event they will enrich the printed 
proceedings. Chairmen are always glad to have am- 
munition in reserve ready for use at some juncture 
when verbal manifestations of interest lag. Written 
contributions are second only in value to spoken ones, 
and often they are better, for many men can write 
better than they can speak. This should, however, not 
be taken as an excuse for staying at home, for there 
are reasons for coming to the convention other than 
to increase the volume of eloquence. The preprints of 
many of the reports and papers were distributed so 
early this year that there has been ample opportunity 
to study them. A large crop of written contributions 
would furnish good evidence that they have been 


ASSISTANCE 


_ studied. 


A MEANS If we think of the convention prin- 
OF cipally as a means for securing 
ECONOMY greater efficiency in the operation 
of individual companies, as it undoubtedly is, any ques- 
tion as to the desirability of a member-company being 
represented at Atlantic City this year disappears. This 
is a time when many, indeed most, railways are en- 
forcing systems of strict economy. The need for this 
has been accentuated by the financial stringency re- 
sulting from the war, and stern efforts are being made 
on most properties to keep all expenses down to the 
minimum. This is entirely proper, but expenses may be 
cut so close as to defeat the object sought. With the 
five associations which will meet at Atlantic City and 
the opportunities afforded there for comparing notes 
and getting new ideas, more than enough benefit 
should be derived from the meeting, in suggestions for 
practical economies, to pay the expenses for a good 
delegation from each member-company. It should be 
remembered that these meetings occur but once a year. 
It seems that at least once during that length of time 
the accountant, the engineer, the claim agent and the 
transportation manager on every electric railway could 
gain enough advantage from discussing their problems 
with the corresponding officials on other properties to 
warrant their being sent to attend such a gathering. 
This argument for attendance at the convention is 
based purely on the self-interest of the individual rail- 
way concerned, the only question being the most effec- 
tive way of saving money in the long run. 


VALUE OF The value of a side track connect- 
INDUSTRIAL ing an industrial plant with a 
SIDINGS main line is obvious, and it is a 


question if any other single agency is so potent a fac- 
tor in cutting the cost of handling manufactured prod- 
ucts and raw material between the stock room and the 
railroad. The development of electric freight and ex- 
press business has in many localities dated in a large 
way from the use of side tracks which entirely elimi- 
nated the obstructions and sanitary inconvenience of 
teams, saved labor formerly devoted to costly re- 
handling, and insured prompt shipments of both perish- 
able and durable material. Unfortunately local mu- 
nicipal authorities are sometimes slow to appreciate the 
convenience and desirability of electric railway sidings 
as compared with steam-railroad private tracks which 
cross sidewalks and streets at grade. Something may 
very properly be said against permitting the indis- 
criminate use of steam locomotives on the public high- 


ap 


754 ELECTRIC RAILWAY JOURNAL 


ways, but very little objection is tenable relative to the 
handling of freight and express in and out of such in- 
dustrial plants by electric cars or locomotives. To 
cite a typical case now pending, an electric railway 
company desires to build a side track in connection with 
the erection of a new creamery whose owners are pre- 
pared to expend about $30,000 to secure a model plant. 
In order to make the site available, the siding must cross 
the sidewalk at grade. The daily traffic amounts to 
about 9000 quarts of milk at present, and this can be 
handled by a single car. However, it appears that if 
the siding is not installed, the product of the farms 
must be brought into the plant by several motor truck 
trips each day, and at a public hearing on the company’s 
petition the point was well made that one or two car 
movements a day across the sidewalk would constitute 
a far smaller hazard to pedestrians and children than 
would the automobile truck service. The matter is, of 
course, one of mainly local interest, but it suggests the 
greater fitness of the electric railway for handling such 
traffic and has some general significance thereby. On 
the grounds of cleanliness, restriction of route, mini- 
mum number of movements for a given load, and quiet 
effectiveness, to say nothing of economical transpor- 
tation, the electric railway is much superior to its 
gasoline competitor. When it has a fair chance to 
show its merits in districts of the distinctly wholesale 
or manufacturing type a trolley express and freight 
service with industrial sidings meets a need which 
should be generally recognized by public authorities. 


MONOGRAPHS IN COMMITTEE REPORTS 

Recent years have developed a decided departure from 
the practice of having convention papers or reports pre- 
pared by individuals, at least so far as the larger tech- 
nical questions of the electric railway industry are con- 
cerned. The committee method now in vogue has much 
in its favor, for it facilitates the collection of data, and 
the deductions from such data are based on a greater 
fund of experiences than any one man, no matter how 
expert, could be expected to possess. Furthermore, the 
danger of a colorless compromise in harmonizing the 
divergent views of committee members is much less 
than the acceptance of conclusions which embody the 
unchecked bias of one man. 

“While such matters as the selection of standards, 
forms of specifications and analyses of data sheets are 
best handled by committees, it is evident from the 
reports this year that very good supplementary work 
has been done by individuals in the form of monographs 
on matters which are of great present interest but do 
not call for committee work as a whole. One of these 
monographs, for example, is that by L. M. Clark, who 
describes in the report of the committee on equipment, 
Engineering Association, the wonderful advances re- 
cently made in more economical and better distributed 
car lighting. Much information of this character has 
already appeared in the technical press, but necessarily 
in fragmentary form, while the monograph marshals all 
the important facts to date in most convenient fashion. 
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Thus the association member is really presented with, ; 


an up-to-the-moment handbook as only one of many 
membership benefits. Among other monographs in com- 
mittee reports are those given as appendices by the 
committee on power generation, Engineering Associa- 
tion. They are as follows: “Status of Automatic 
Stokers,” by J. S. Pigott; “Control and Safety Devices 
for Power Stations and Feeder Circuits with Special 
Reference to Reactance,” by J. W. Welsh and Fay Wood- 
mansee, and “Advantages and Disadvantages of Sixty- 
Cycle Apparatus with Particular Reference to Rotary 
Converters for Railway Service,” by L. P. Crecelius and 
W. H. Sawyer. 

Aside from these signed monographs, other committee 
reports will be found to contain similar supplements 
which are apparently the work of individuals and form 
most readable and instructive statements of advances 
in the art. 


MOTION TIME STUDY OF FREIGHT HANDLING 

It seems somewhat strange at first thought that an 
efficiency study of a steam railroad freight terminal 
should be undertaken by a corps of electrical engineers. 
Yet the principles of engineering analysis are the same 
in electrical as in other branches of engineering, so that 
the selection of Professor Pender and several of his as- 
sociates at the Massachusetts Institute of Technology to 
study the Boston freight terminal station is not really 
illogical. Professor Pender’s conclusions, presented in 
a paper before the New York Railroad Club recently, 
are naturally of primary interest to the steam roads 
concerned, but the unusual process itself of applying 
motion time studies to freight handling will appeal to 
electric railways as well. 

In a study of freight-handling methods on interurban 
electric railways published in our 1913 convention num- 
ber, we noted the congested conditions as a rule existing 
in freight terminals. The central location of such ter- 
minals in limited areas on account of high land values 
has generally caused freight congestion. The margin of 
profit under present rates does not warrant extensive 
freight terminals. In fact, several electric interurban 
railways have been forced to stop the solicitation of 
less-than-carload freight simply because the cost of the 
needed extensions was too great. Under such conditions 
a motion time study of the handling methods in order to 
eliminate lost motion is advisable in order to secure the 
complete utilization of the property already owned. The 
principles used in Boston are applicable to electric 
railway freight terminals, whether large or small, and 
the success of the investment there may well lead 
many electric railway managers to resort to such means 
before authorizing expenditures for enlarging con- 
gested terminals. 

The percentages obtained in Boston are not intrinsic- 
ally valuable to electric railways, of course, but they do 
indicate the lines along which time may be saved in 
handling freight. An analysis of the total time spent 
by wagons in the freight yard showed that 6 per cent 
was taken up by inquiries at the cashier’s office, 9 per 
cent in searching for freight, 15 per cent at the freight- 
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house door, 7 per cent in loafing and 35 per cent in 
loading and unloading. It was concluded that the time 
required at the cashier’s office could be reduced 40 per 
cent by employing more accurate methods in handling 
delivery checks. The time necessary for finding freight, 
including calls without load, could be reduced 60 per 
cent by grouping consignments and keeping identifica- 
tion marks in view. 

In an analysis of the time between the arrival of 
trains and the delivery of freight, the most interesting 
point was the time interval between the making of deliv- 
ery checks and the removal of freight. At one freight 
terminal the average delivery time was about eighteen 
hours after the beginning of the free storage period of 
seventy-two hours. Only 55 per cent of the freight 
was removed on the day of the first notice. There 
seems to be no remedy for this abuse of the storage 
privilege except through the establishment of a store 
door delivery. Another point especially interesting to 
electric railways was the inefficiency of the average 
loads of less-than-carload freight. The low tonnage on 
some divisions represented only 20 per cent of the nor- 
mal capacity of the cars. When the high cost of han- 
dling the unused equipment is compared to the time 
and expense of concentrating the shipments in only the 
cars actually needed, the opportunity for saving on this 
item will be seen. 


OUR CONVENTION ISSUE 

We believe that we do not owe our readers an apology 
for the selection of the subject of public relations for 
our convention issue this year. As President Black says, 
it is the paramount question to-day before the electric 
railways of the country. Indeed, it underlies their 
financial existence. The reason for this is that the elec- 
tric railway industry is undergoing a process of change 
so far as its relations with the public are concerned. 
This change began some ten years ago with the es- 
tablishment of public service commissions with broad 
powers of supervision and regulation. It has been 
hastened by many economic factors, among which the 
increased cost of operation is probably the most im- 
portant. 

The consequence has been that the electric railway 
has ceased to be an enterprise largely private in its 
character, subject only to such limits as apply to mer- 
cantile enterprises and liable also to the hazards of 
those enterprises. Instead, it has become very similar 
in character to a public undertaking. The service is 
being regulated in the interests of the public, and the 
belief is general now that these companies should be 
protected in their investments against competition, like 
other public enterprises. The only difference is that 
they are managed and owned privately and not publicly. 
These conditions have introduced important questions 
in connection with the subject of regulation and rates. 
These questions are acute in cities where the franchises 
have expired or are about to expire, but they are also 
the cause of considerable concern even for those com- 
panies which are operating under perpetua! franchises. 
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The subject of public relations naturally divides itself 
into three parts—namely the proper attitude of the 
companies and the public toward each other, the im- 
provements possible in operating conditions and the 
broad question of regulation. These are the main divi- 
sions of the contributed articles in our convention num- 
ber. We do not intend here to review the different 
articles in that number. The authors speak for them- 
selves in better and more convincing language than we 
command; but it might be well to touch briefly upon 
the general conclusions reached. 

No one can read the articles in the convention issue 
without being impressed with the fact that the manage- 
ments of our electric railway companies realize to the 
fullest degree the importance of establishing the proper 
kind of relations with the public which they serve. 
They must not only keep their service up to the proper 
standard, but they must give full publicity to their 
accounts and actions and let the public know what they 
are doing. They must be prepared to receive criticisms 
and complaints graciously and to show that they are 
ready, within their ability, to improve any conditions 
of which legitimate complaint is made. 

This attitude does not mean the sacrifice of dignity 
or of any right possessed by a public utility. Where 
advantage is taken by the public of this attitude to 
extort unreasonable privileges, or in case of other 
oppression, the electric railways should not hesitate 
to explain their position clearly and definitely and to 
defend it, and if they have established a reputation for 
fair dealing with the public they should expect and 
demand equally fair treatment in return. 

The question of the proper character of regulation is 
a basic one in any consideration of the relation of public 
utility companies to the public. Granted government 
regulation, the first questions to be determined are 
whether there should be state or municipal regulation 
and the proper qualifications and powers of the regula- 
tors. Another question closely allied with this is that 
of the most desirable form of franchise for a public 
utility company. On this point we consider ourselves 
fortunate in being able to present to our readers a 
number of most interesting discussions, including a 
series of articles on the subject of partnership rela- 
tions. This series discusses in detail the partnership 
arrangements in four cities in which this plan has been 
adopted or proposed, namely, Chicago, New York, Kan- 
sas City and Philadelphia. Other articles in this sec- 
tion discuss the functions and powers of commissions 
and the importance which the questions of valuation 
possess in connection with railroad properties. In 
conclusion an article describes methods and policies of 
public utility publicity from various standpoints. 

We believe that our readers are greatly indebted 
to all of the gentlemen who have contributed their 
thoughts to this symposium and that their statements 
will be of great assistance to the industry, as they 


should help to secure that great desideratum at present 


—a better condition of public relations for the public 
utility companies. - 
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New Shops and Carhouse of the Atlantic City 
& Shore Railroad 


These Recently Completed Shops Show the Influence of the Experience of Steam Railroad Engineers in Shop 
Layout as Applied to Electric Railway Coriditions—Owing to Local Conditions the Shops Have Been 
Made Remarkably Complete, Considering the Size of the Road 


The accompanying diagrams and illustrations tell an 
interesting story of the shops and carhouse just com- 
pleted at Atlantic City, N. J. The system of the At- 
lantic City & Shore Railroad is probably one of the best 
known to electric railway men in this country because 
Atlantic City is most frequently selected for the meet- 
ings of the American Electric Railway Association. 
The new shops, carhouse and office building, together 
with the site, represent an investment of about 
$250,000. They contain provision for adequate main- 
tenance and storage of the present rolling stock and 
for a considerable increase. They were built by the 
West Jersey & Seashore Railroad under the lease of 
their property to the local company, and suitable 
charges will be made to several underlying companies 
for their shares of the operating costs and overhead 
charges on a car-mileage basis. Before taking up de- 
tails of the special features of the building and gen- 
eral plan, a brief summary of the organization and 
equipment of the company will be made to give the 
reader data for analysis beyond the scope of the present 
article. 

The company operates 48 1/3 miles of single track in 
Atlantic City and its environs, a line to Ocean City be- 
ing the longest single section. The company also oper- 
ates during the summer time a line of boats between 
Longport and Ocean City, having for this purpose an 
equipment of five steamers. The rolling stock com- 
prises eighty-two passenger cars, of which about one- 
half are summer cars, four are combination baggage 
and passenger cars, one is a funeral car and six are 
miscellaneous service cars. 

The organization of the Atlantic City & Shore Rail- 
road is somewhat complicated due to the fact that the 
several underlying properties are still maintained in- 
tact. The Central Passenger Railway, over whose less 
than 2 miles of track an entrance into Atlantic City 


is secured, is the smallest. The Atlantic City & Shore 
Railroad has a right-of-way only over this track. It 
leases the Atlantic City and Longport track from the 
West Jersey & Seashore Railroad, and also part of the 
Newfield branch to Pleasantville. The railroad has also 
a traffic right over the double-track road from Pleas- 
antville to Somer’s Point, the second track having been 
built to meet the demands of traffic. The line from 
Somer’s Point to Ocean City was built by a separately 
organized company known as the Atlantic City & Ocean 
City Railroad, which leased its track for 999 years to 
the Atlantic City & Shore Railroad. Separate sets of 
books of accounts for all these underlying railroads are 
maintained. 


GENERAL LAYOUT OF THE PLANT 


The new plant is at the extreme eastern end of the 
island upon which Atlantic City is located. Here the 
railroad was fortunate in owning a plot which, while 
not central with respect to the system, was accessible. 
In shape and size it was better adapted to its purposes 
than the old site farther downtown. By adaptation of 
the requirements to the new location, it was possible to 
utilize all of the area and to provide for the convenient 
handling of cars with a minimum of yard space. The 
general plan of the layout is shown in one of the accom- 
panying illustrations. The shops are housed in two 
buildings, one containing the paint shop and the other 
the machine and wood shops and the boiler-room and 
sundry other small rooms. These two buildings are 
placed opposite, 52 ft. apart, with a transfer table 36 ft. 
wide between. The carhouse is detached from the 
shops and contains twelve tracks placed in four bays. 
Across one end of the transfer-table alley is the office 
building, in two floors, joining the shop building. This 
arrangement brings all the parts of the shops within 
easy reach of the officials located in the office building. 


ATLANTIC CITY SHOPS—-PANORAMIC VIEW OF SHOPS AND 
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ATLANTIC CITY SHOPS—VIEW OF OVERHEAD CONSTRUCTION IN YARD 


In comparing these shops with others there are cer- 
tain conditions imposed upon the designers due to the 
location which must be kept in mind. It was in the 
first place economical to use as small a site as possible 
because the area had to be filled in to a height sufficient 
to bring the bottoms of the pits well above high water. 
This filling had not only to be put in but it has to be 
kept in against the encroachment of the severe storms 
to which this point of the island is particularly ex- 
posed. At the same time these same storms made nec- 
essary an unusually large shop area because much main- 
tenance work must be done to offset the excessive wear 
and tear of equipment. The wind drives the sand every- 
where and causes cutting of bearings and commutat- 
ors, necessitating frequent overhauling. Similarly, the 
storms produce severe abrasion of the car-body sur- 


faces which have to be refinished frequently. For this 


reason a very large paint shop was provided, as well as 
ample carhouse space to enable the cars to be kept under 
roof when not in use. The combination of these two 
general conditions accounts for the complete filling of 
the site. 

In the design of the buildings a substantial type of 
construction was adopted on account of their exposed 


location. All unnecessary refinements were avoided and 
as inexpensive a form of construction as was consistent 
with the other requirements was adopted. Appearance 
was, however, considered unusually important also be- 
cause the site is such a conspicuous one. The company 
desired to do its share in boosting the city as a sum- 
mer and winter resort not only by means of attractive 
buildings but by suitable planting of all unoccupied 
areas. The provision of ample light was also consid- 
ered of prime importance by the designers, and the 
general type of construction lent itself readily to the 
use of numerous skylights and large windows. 

An important design feature in the layout was im- 
posed by the fact that, while the number of cars to be 
handled in the shops is comparatively small, yet for 
the reasons indicated the area covered by them had 
to be quite large. On the other hand, the road could 
not afford to employ as many men as would usually be 
necessary in shops of the same size. The equipment, 
therefore, had to be so selected and placed that the re- 
pair and maintenance work could be handled rapidly 
by a small force. Moreover, Atlantic City is compara- 
tively isolated from other large cities, and it was nec- 
essary to have the shops as independent of other shops 


SURROUNDINGS AT INLET END OF ATLANTIC AVENUE LINE 
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Skylight Supported on Solid 
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ATLANTIC CITY SHOPS—VERTICAL SECTION OF SHOP BUILDING 


as possible, therefore they were made quite complete 
and self-contained. 


IN THE OFFICE BUILDING 


The office building contains two floors, the lower of 
which is used for general operating purposes. There 
are two main entrances, one into the room provided for 
the trainmen, the other into a general lobby in which 
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the local telephone switchboard is located and from 
which access is furnished to the master mechanic’s 
office and to the general offices upstairs. The train- 
men’s room is furnished with tables and chairs, and 
opening from it is a handsomely equipped lavatory be- 
yond which is a large room containing sanitary metal 
lockers. The receivers’ counter is placed on one side 
of the trainmen’s room, and a door on the same side 
leads into the dispatcher’s office. From the wide front 
windows of his room this official commands an un- 
obstructed view of all cars rounding the loop or enter- 
ing the yards. 

The master mechanic’s office is so placed that it is 
virtually in the corner of the machine shop, yet it 
forms a part of the office building. The men enter- 
ing the machine shop pass an office door near which 
the time clock is placed. ; 

Upstairs is a suite of offices for the accommodation 
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ATLANTIC CITY SHOPS—TWO VIEWS IN BAY OF CARHOUSE 


of the local officials of the company and their staff of 
clerks. 


IN THE MACHINE AND Woop SHOP BUILDING 


The machine tools in the machine shop are placed 
around the outside walls, which consist almost entirely 
of glass. Two of the five tracks are served with 10- 
ton, single-beam, hand-operated traveling cranes. Each 
crane is supplied with two trolleys, each carrying a 5- 
ton chain hoist. Two light air-operated jib cranes 
with a reach of 11 ft. swing from columns and serve 
some of the pits and machine tools. All of the five 
tracks in the machine shop are provided with pits for 
one-half their length. 

In one corner of the shop is a tool room with modern 
steel racks and bins. This is rather distant from the 
heaviest machine tools, but it is placed in its present 
position so that it can open into a large store room par- 
titioned off at one end of the adjoining wood shop. 

The wood shop is provided with three short tracks 
and pits, leaving about three-fifths of the floor clear 
for benches, tools and temporary storage. 

The machine and wood shops are floored with wooden 


blocks. These are of long leaf yellow pine, averaging 
8 in. in length, 3 in. deep and 3 in. wide. They are 
impregnated with a dead oil of coal-tar to the extent 
of 12 lb. per cubic foot. The blocks are laid upon a 
concrete foundation 3 in. thick, over which is laid a 
l-in. bed of sand screened of pebbles of more than 
14,-in. diameter. 

The western side of the building occupied by the 
machine and wood shops is taken up with locker room 
for shop men, lavatory, store rooms and boiler room. 
As the floor of the last-named had to be below high 
water level special pains were taken to keep the water 
out. The construction is as follows: After the soil had 
been excavated to the required depth a 4-in. concrete 
bed was laid on the bottom and upon this a layer of 
hot asphalt was spread. On this were laid alternate 
layers of heavy waterproofing felt and Trinidad as- 
phalt, four of each. The layers of felt were carried 
under and up along the sides of the walls and attached 
thereto with asphalt. On the felt was laid immediately 
a l-in. layer of cement to protect the waterproofing and 
above this the finished floor of 12-in. thick concrete, 
reinforced with steel rods, was placed. The remain- 


ATLANTIC CITY SHOPS—VIEW IN MACHINE SHOP 
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der of this part of the building has a concrete floor of 
the usual type. ; 


IN THE PAINT SHOP AND CARHOUSE 


The paint shop is in three bays, each containing 
three tracks, those in one bay being provided with 
pits. As in the machine and wood shops there is a 
skylight over each track, as indicated by the dash lines 
in the illustration. The floor is of concrete. 

The pit arrangement of the carhouse is shown in 
section in an accompanying figure and photograph. On 


‘a 6-in. reinforced concrete foundation 13-in. x 13-in. 
_ brick piers were erected in parallel rows 5 ft. 4 in. 


center to center longitudinally and dowelled into the 
floor. On these were laid 7-in., 15-lb. I-beams, spaced 
about 4 ft., 11 in. apart. On top these beams were laid 
steel plates 5/16 in. x 4 in. x 10 in. in size, and upon 
these standard T-rail was laid, clipped at 2-ft. inter- 
vals to the I-beams. Concrete beams were then molded 
about the I-beams and rails, and crossbeams of rein- 
forced concrete were placed in the alleyways outside 
the pits to support a plank runway. The usual concrete 
floor was laid in the section without pits. 

The pits are lighted by means of incandescent lamps 
placed under the stringers described above and clus- 
ters hung from the roof. The incandescent lamps in 
the pits are placed about 6 ft. apart and are fed from 
conduit line imbedded in the concrete stringers. 


OTHER FEATURES OF GENERAL INTEREST 


With the exception of the machine shop the roofs 
are supported on brick columns, and partitions are, in 
general, of hollow tile. The exception of the machine 
shop columns, which are of steel, is made on account 
of the cranes. In all but the office building the columns 
support deep steel I-beams upon which lighter longi- 
tudinal I-beam roof purlins are laid. On this is laid a 
4-in. reinforced gypsum slab, known as the Metropoli- 
tan system, with Barrett specification roof. 

The buildings will be heated by steam on the vacuum 
system from three boilers having a combined heating 
surface of about 25,200 sq. ft. The vacuum will be 
maintained and the condensate removed from the re- 
turn pipe by means of an electrically driven pump. 

Although it was at first intended to use arc lamps 
for general illumination throughout the various build- 
ings, and drawings were prepared accordingly, it was 
subsequently determined to use Mazda incandescent 
lamps exclusively, these being operated in series di- 


er 
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ATLANTIC CITY SHOPS—VIEW IN WOOD SHOP 


rectly from the railway circuit. Clusters of five lamps 
are used with 18-in. enameled steel reflectors all rig- 
idly suspended from the roof by means of pipe conduit. 
The main distributing switchboard of marble is lo- 
cated in the master mechanic’s office, and contains the 
usual switches, fuses, circuit breaker and wattmeter. 
From this main switchboard feeders are run to centers 
of distribution in the various buildings and connected 
to panelboards located in iron boxes from which the in- 
dividual circuits are run direct to the outlets. All 
wiring throughout, both lighting and power circuits, 
is in iron conduit imbedded in the roof and floors. 

Fire protection is furnished by an equipment of wall 
reels and racks, hose, nozzles, etc., and a special sys- 
tem of piping. An automatic sprinkler system is in- 
stalled in the carpenter shop and store rooms. 

The trolley wire in the yard is supported from span 
wires in the manner shown in an accompanying dia- 
gram. Space for poles was at a premium and they 
were placed to use only space which was not available 
for car movement. 

The design and construction of the new shops were 
carried out under the direction of Stern & Silverman, 
Inc., of Philadelphia, consulting engineers for the West 
Jersey & Seashore Railroad Company. The operation 
of the Atlantic City & Shore Railroad.is in charge of 
George F. Faber, general superintendent. 


ATLANTIC CITY SHOPS—TRANSFER TABLE PIT BETWEEN PAINT AND MACHINE SHOPS 
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Service Railway 


This Work Is in Charge of a Specialist Who Devotes His Entire Time to Co-operating with All Educational 
Agencies in New Jersey as Well as Furnishing Regular Instruction to Company Employees 


The Public Service Railway Company carries on sys- 
tematic educational work in co-operation with all 
educational agencies. An active interest in the subject 
has been developed throughout the State of New Jersey. 

In the issue of the ELECTRIC RAILWAY JOURNAL 
for May 30, page 1190, Charles H. Coe described the 
manner in which the system for educating trainmen 
has been developed by this company. The systematic 
training of platform men was begun on December 1, 
1907, primarily for the purpose of reducing the number 
of accidents. Since the training schools were inaugu- 
rated the safety movement has spread in all directions, 
until now the company utilizes every available educa- 
tional agency in the State to promulgate the idea of 
“safety first.’ The fundamental purpose of the pres- 
ent movement here as elsewhere is to impress upon the 
individual his responsibility for his own safety as well 
as that of others. In carrying out this idea regular 
lectures are given to trainmen, talks are made in the 
schools, films are shown in the moving-picture houses, 
illustrated lectures are given in department stores, the 
Boy Scouts and the Camp-Fire Girls are enlisted in 
the. movement, public lectures under various auspices 
are delivered, co-operation of wagon and automobile 
owners is secured, moving picture shows are given on 
public playgrounds, in short, every possible agency is 
used to reach the people. This educational work is in 
charge of H. V. Drown, general claim agent, and the 
detail work is directed by A. J. VanBrunt, who devotes 
all of his time to it. 


LECTURES TO TRAINMEN 


The carhouse lectures are delivered at intervals of 
six months, being given at each carhouse two or three 
times so that all of the men may have an opportunity 
to hear them. Attendance at the lectures is voluntary, 
but the record shows that nearly 87 per cent of the men 
attend. The lectures last from one to one and a half 
hours and consist of explanations of the work which 
the company is doing, statements of progress since the 
last lecture, exhibitions of lantern slides and moving- 


picture films and statements of general principles upon ° 


which successful accident prevention rest. Every en- 
deavor is made to put these matters into forms which 
will be interesting to the men, and to relate the state- 
ments to the work of the Public Service Railway. 

As the effect of this work depends largely upon the 
character of the lectures given it may be of interest 
to outline a sample lecture briefly. This, like the other 
lectures, is illustrated by means of the moving-picture 
machine, by means of which the reels prepared spe- 
cially for the Public Service Railway are exhibited. 
Pictures not: bearing directly upon the safety work, such 
as those of ‘field day sports and comedy performance, 
are used to'relieve the more serious part of the lecture. 

A sample lecture may be taken for illustration. In 
this the men were first told briefly some of the inter- 
esting things which had occurred since the last lecture. 
Data as:to the welfare of the work were given, showing 
that the amount of benefits, pensions and insurance 
paid was much greater than was necessary to comply 
with the law; that, in fact, the present system was in 
operation before the law was put into effect. The en- 


deavor was made to inspire a spirit of pride in the 
organization with which these men are connected, and 
instances were given to show that the organization is 
permeated with a spirit of loyalty. 

After this preamble the lecturer discussed in detail 
some of the accidents which had occurred on the Public 
Service Railway recently. The classification of the 
accidents was made under these heads: Boarding cars, 
leaving cars, collisions with cars, collisions with ve- 
hicles, collisions with bicycles, collisions with automo- 
biles, derailments, disturbances, injuries on cars, pedes- 
trians struck, clothing damaged, and accidents to em- 
ployees. The illustrations were taken from accidents 
which had occurred under the men connected with the 
carhouse in which he was speaking at the time. In 
closing attention was called to some of the characteris- 
tics of human nature with which the platform man has 
to struggle and suggestions were made as to the proper 
way to deal with these. 

One of the features of the lectures which proved 
most interesting to the men was the résumé of the 
results of efforts of men and departments to reduce the 
number of accidents. Statistics were given showing 
gain by cutting down the number of accidents, or loss 
by increase in the number of accidents, and compari- 
sons were made to explain the conditions existing in 
the several districts and the effect upon the number of 
accidents resulting therein. The effort was made to 
show the men that the safety department is working 
with them, not for them; in other words, that the 
movement is a co-operative one. 

To facilitate the lecture work an automobile has 
been provided for the purpose of carrying the lecture 
equipment. This consists principally of the moving- 
picture apparatus, including an asbestos booth. A 
first-class operator goes with the outfit. 


WoRK IN THE-SCHOOLS 


As it is generally agreed that education along safety 
lines must begin with the child, the Public Service 
Railway makes a systematic effort to get in touch with 
school children. During the latter part of the month 
of January, 1912, a special campaign throughout the 
State was inaugurated. Several assistants were em- 
ployed for this work, women being assigned to the 
lower grades. Up to January 1, 1914, practically every 
parochial and public school on or near trolley lines was 
visited. In addressing children the speaker hangs up 
before the audience a large banner with the words 
“Safety First” lettered in contrasting colors. The 
lecture is put into attractive story form, sometimes 
using “the giant” to make it more impressive. The 
speaker takes some powerful giants, which are normally 
made to work for us but which, on account of their 
great strength, may do much harm. These giants may 
be sources of danger and,are, therefore, closely related 
to the “safety first”. movement, The acrostic on the fol- 
lowing page has been found svery effective. . 

In many of the schools it has been possible to estab- 
lish corps of “safety scouts.” Two dozen, more or less, 
of the elder boys are picked out, the selection being 
made on the basis of ‘their standing with their com- 
rades. These are organized into teams, each under a 
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S team is a giant which comes from the water. 

A utomobile is a giant which comes from the ground. 

F ire is a giant which comes from the end of a match. 

E lectricity is a giant which comes from the sky. 

T is for ‘“ think.” 

Y is for You, the person who must do the thinking 
if he is to be safe. 


leader, for the purpose of watching the other children. 
The teams serve during alternate weeks each with the 
leader in charge during the entire time that the scouts 
are on duty, namely in and after school hours as well 

as during recesses and at other times when the chil- 
_ dren are apt to be in danger. The leaders report to the 
school principals as occasion requires. 

The children are furnished with safety buttons 
which they are expected to wear, and in each school a 
pennant is hung bearing the legend: “New Jersey 


i Phink\ i.) Stont 


Don’t Hurry! 


Look Before You Cross 


Teach others to think [ae 
Ee “SAFETY FIRST” 


wae hy. ; 
ildren.as well as your 


PUBLIC SERVICE 


Safety League.” The teachers are very enthusiastic 
about this work and back it up in every possible way. 

A law was passed last year by the Legislature of the 
State of New Jersey making the teaching of the idea 
of safety compulsory in the public schools. While this 
law is just now being put into effect the teachers, with 
very few exceptions, have been utilizing the safety 
lectures for educational purposes for some time and 
have endeavored to maintain interest in the idea. An 
appropriation has now been made to enable the State 
commissioner of education, Dr. T. M. Kendall, to car- 
ry out the provisions of the law. In all of the school 
work which has been described the idea of the economy 
of safety is pointed out to the children. The lectures 
are followed up by subsequent visits and the instructor 
kas been gratified to note how much of the original 
instructions remained. A safety text-book has been 
prepared as well as a number of wall charts for use in 
connection with the instructions. 


OTHER DEVICES FOR GIVING PUBLICITY TO SAFETY 

The introduction of the moving-picture outfit has 
given the opportunity to co-operate with moving-pic- 
ture houses throughout the State. The operator has 
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been sent to all of the large cities with the accident 
film and has exhibited it himself. The theater man- 
agements are not willing to pay for a film of this kind, 
but few of them object to having it shown. In some 
cases the exhibition of the film has been preceded by 
a lecture which has been repeated several times a day 
when necessary. At least 225,000 people have been 
reached in this way. As the film is costly it is not 
deemed advisable to send it out without the company 
operator, on the assumption that the ordinary oper- 
ator would not give it the proper care. 

Another avenue to publicity has been through the 
department stores. Most of the large stores are pro- 
vided with lecture rooms and they are very glad to 
have safety lectures delivered, as it is good advertising 
for the merchants. The lectures are advertised by 
means of circulars distributed to shoppers, as illus- 
trated herewith. 

The company “stereomotograph” is also doing good 
work in showing slides in the windows of the company’s 
stores in several cities. This machine exhibits a series 
of lantern slides automatically, and a number of acci- 
dent slides have been prepared for use in it. These are 


“The right hand is the right hand 
for the bundle.” 
“The right hand is the right hand 


for the bundle.” 


When leaving a car hold your bags 
or bundles in nght hand, grasp. car. rail 
* with left hand. and so face front of car. 


If your dress gets caught, your foot slips, 

_ Every day many persons are hurt 
because they face rear of car in getting 
off and some are cnppled for life, 


your ankle turns, or the car starts, you 


will not fall. 


Face front when leaving 


SAFETY WORK—PAGES FROM DEPARTMENT STORE FOLDER 


shown interspersed with catch phrases, such as the 
following: ‘Don’t Play Ball, Tag, Catch, or Any Game 
in the Street Where Cars, Automobiles and Wagons 
Must Run,” “Don’t Steal a Ride on a Car, a Wagon or 
an Automobile,” “Do Wait Until a Car Comes to a 
Stop Before Getting Off, and When You Do Get Off 
Face Toward the Front of the Car,” “The Right Hand 
is the Right Hand for the Bundles,” “Don’t Walk on a 
Railroad or Trolley Track,” ‘Work, Play, Travel, but 
Always Think ‘Safety First’,” etc. The machine is 
kept in one store from one to three weeks, that is, until 
the public interest has begun to decline. 

The organization of the Boy Scouts and the Camp- 
Fire Girls and the popularity of these movements has 
furnished an excellent means of reaching an influential 
elass of boys and girls. Illustrated lectures are given 
under the auspices of these organizations, and the Y. 
M. C. A. has also co-operated. The churches have also 
freely offered the opportunity for meeting other boys 
and young men not actively connected with the Scout 
movement, as many churches have organizations along 
somewhat similar lines. Co-operation in this phase of 
the work has been most noticeable throughout the 
southern part of the State where there are few cities. 
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Still another effective method for reaching the gen- 
eral public has been through lectures delivered in lodge 
rooms, high schools and churches. By means of active 
advertising in the local papers it has always been pos- 
sible to secure a good attendance at these lectures. The 
line of argument brought out in them has been that 
mental poise is essential to success and that the suc- 
cessful men and women are those who do not hurry. 
It is the hurried person who is hurt. 

As a great many accidents occur through careless- 
ness of wagon or automobile drivers, the safety depart- 
ment has endeavored to co-operate with owners by 
means of posters which are furnished for use in barns 
and garages, and occasionally lectures are given to 
groups of drivers. The meetings of drivers’ unions 
have afforded an opportunity in this direction. Up to 
the present time nearly 250 owners employing 6000 


ALWAYS THINK OF 
“SAFETY FIRST” 


We are having too many accidents with street cars, Valuable timie is lost, un- 
necessary suffering caused, and property wasted. 


“Accidents” can and must be avoided; they need not happen; the best drivers 
do not haye them. To think “SAFETY FIRST” is becoming a habit in these 
United States, and the man who does not so think is behind the times, 


When possible, drive on streets where there are no cars. Drive between track 
and gutter whenever possible. When you must drive on tracks, do so for shortest 
distance possible, and pull out at once for cars. 

Cars cannot pull out; they are confined to the tracks; they must run faster than 
you do: they cannot stop as quickly 

You are delayed only a short time by letting a car go by. Driving on the 
track or pulling across in front'of car is dangerous and delays many people. 

Don’t pull on the track without being sure that no car is near; if it is LET IT 
GO BY FIRST 

Motormen are human and working for a living too, they have to run by a time 
table, and if obliged to slow up or stop often, cannot run on time. 


Cars are seldom broken. Wagons often are, 


Money cannot pay for pain, 


Cars do not suffer pain, drivers.and horses do. 
and when an “accident” could have been avoided by care on the part of our 
driver, there is no money due him. Think of “SAFETY FIRST” 


Act as you would want the driver to act if you were a motorman. 


Notice the kind of driver that does not help the other fellow. Notice the kind 
of a rig he drives, he is not your kind, his rig is not as good as yours’ He cannot 
think of “SAFETY FIRST” Does he, can he, think at all? He is not good enough 
to hold your job. 


Keep off the tracks, pull up and let the car go by. Save time, property, suffering,, 


“SAFETY FIRST” 


PUBLIC SERVICE SAFETY WORK—POSTER FOR USE IN 
GARAGES AND STABLES 


drivers and chauffeurs have hung the company’s post- 
ers, signed either with their individual or firm names. 

Another and the last phase of the work which will 
be mentioned is the co-operation with the playground 
commissioners. These officials are very willing to give 
opportunity for moving-picture shows in the public 
playgrounds at night. In this way the largest audi- 
ences of all are reached, in some cases amounting to 
several thousand. 


THE SAFETY COMMITTEE 


A new and promising feature of the safety plans is 
the safety committee organized on Feb. 20. It is sub- 
sidiary to the works committee and its members are 
the assistant general manager, the general superin- 
tendent, the mechanical engineer, the engineer of 
maintenance of way, and..the general claim agent 
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(chairman). The assistant to the general claim agent 
acts as secretary. Regular meetings are held monthly; 
and special meetings are called when occasion de- 
mands. Suggestions for safety plans are requested 
from employees and are given serious consideration. 
A great many are received, in one case eighty being 
considered at one meeting. If suggestions are ap- 
proved they are referred to the works committee, with 
recommendations for their adoption. In each instance 
the maker of a suggestion is notified of its receipt, 
with the statement that it will be carefully considered. 
In addition to the handling of suggestions the com- 
mittee passes on general matters relating to safety. 
The bringing together of a committee of this sort 
makes practical the accomplishment of improvements 
that could not be made without its aid. 


CONCLUSIONS 


From the above description it is evident that the 
work of the safety department of a railway company 
can have branches of its work reaching out in all di- 
rections. In all of this work, as has been illustrated, 
the Public Service Railway endeavors to instil funda- 
mental principles. Safety of life and limb comes first. 
If, in spite of all this work, accidents do happen the 
claims department considers the moral aspect of the 
accident first in endeavoring to adjust the claims. Con- 
trary to the general impression the company finds that 
claim adjusters do not become hardened by their work. 
The endeavor is made also to impress the fact that the 
destruction of property as well as life is criminal. The 
studies which the company has made indicate that in 
the United States less progress has been made in the 
conservation of human life than abroad. Our govern- 
ment has done much in the conservation of natural re- 
sources of a material nature, but not much in the con- 
servation of human life. In Europe there are at least 
twenty-eight safety museums under the direction of the 
governments. To be sure, our government is giving 
some attention to the safety of workmen in mills and 
factories, but pedestrians and travelers generally are 
in as great danger as our workmen. The importance 
of recognizing this fact has been demonstrated in New 
Jersey as well as elsewhere. While it is difficult to 
evaluate safety work in terms of statistics there is no 
doubt that it well repays any reasonable expenditure 
made upon it. 


Reducing the Operating Ratio 


BY S. H. BENNETT, AUDITOR HAGERSTOWN & FREDERICK 


RAILWAY COMPANY 


The Hagerstown & Frederick Railway Company of 
Maryland has under way an active campaign to bring 
down the operating ratio from 64 per cent, which it was 
last year, to 50 per cent, which is considered a proper 
goal for effort. To stimulate interest in this campaign 
the accompanying diagram has been prepared and is 
posted in blue-print form in conspicuous places. The 
chart was prepared primarily to excite interest in ob- 
taining “results” for the company. No one can read the 
various articles in the ELECTRIC RAILWAY JOURNAL, 
both editorial and contributed, without being interested, 
and no man filling a position of responsibility with his 
company can stop at simply being interested. The step 
from interest to enthusiasm is an inevitable one. To 
carry enthusiasm to other people, however, is not easy. 
The problem is to get the rank and file of the men in an 
organization to not only read articles bearing on lines 
of work, but to absorb them. Unless it is possible to 
inspire an ardent wish for the opportunity to assist in 
carrying out formulated plans, the preparation of these 
plans is largely in vain. 


_ point indicated by the star. 
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As will be seen from the diagram, the central feature 
is a pointer attached to the center of a beam at the 
On opposite ends of the 
beam are hung weights representing counterbalancing 
influences, some of which tend to increase revenue and 
others of which tend to decrease expense. The former 


is indicated by a positive sign and the latter by a nega- 
tive sign. Obviously the purpose of the organization is 
both to increase revenue and to decrease expense and 
thus to swing the pointer toward the left. The signals 
at the top of the chart are intended to indicate danger 
on the expense side and safety on the revenue side. 
Beginning at the top of the chart it will be noted that 
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HAGERSTOWN & FREDERICK RAILWAY—“RESULTS” CHART 


the efforts of the stockholders are indicated by a small 
rectangle. While it is true that, to accomplish results, 
everyone should contribute to this end, yet in the elec- 
tric railway business the owners—that is, the stock- 
holders—have no part in conducting the business. No 
one seems to expect them to do anything, and as a rule 
they live strictly up to this idea. The directors occupy 
a different position and are represented here by the 
rectangle labeled ‘company policy.’”’ While they do not 
engage in active work they consciously or unconsciously 
formulate the policy of the company and in this way 
exert a powerful influence upon the public. This in- 
fluence the officials constantly feel, sometimes helpfully, 
sometimes otherwise. We cannot in any manner govern 
the actions of our directors. We simply know them as 
a power which exists. As neither the stockholders nor 
the directors influence the operating ratio they are rep- 
resented as outside of the beam and pendulum system. 

As stated above, the position of the beam is influenced 
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in the direction to indicate improvement by increase in 
weight on the revenue side or decrease in weight on the 
expense side. In practice too often the latter method 
is used to improve conditions, as it is the easier one. In 
doing this, however, great care should be exercised so 
that the property may not be sacrificed in order to make 
a good showing. The best effect is produced by secur- 
ing a combination of as great an increase in revenue as 
possible with such a decrease in expense as will not 
interfere with the proper upkeep of the property nor 
imperil its safe operation. 

At the bottom of the chart is shown the master key 
to efficiency. The ideal key, as shown, is one in which 
personal interest forms the handle and financial interest 
the blade. If the employees own some of the company’s 
securities the greatest possible interest is assured, for 
“where a man’s treasure is, there will his heart be also.” 

This chart is put out in blue-print form because there 
is something compelling about a blue-print. Men will 
pass pamphlets, books or even libraries, with hardly a 
glance, but a blue-print they will not pass. It demands 
attention as something out of the ordinary; it catches 
the eye and carries an impression to the mind more 
lasting than that conveyed in any other manner. Plans 
are usually shown in blue-prints, hence a blue-print sug- 
gests a plan. Any concrete plan of a particular business 
is interesting, if only that it may be criticised and con- 
demned. We had this idea in mind when the present 
chart was produced, and determined to make it the first 
step in a campaign in which there would be no stopping 
places. 

I have stated that the securing of results depends 
upon the excitation of interest. This in turn depends 
upon stimulating the faculty of observation. I am con- 
vinced that men do not see as they should and have 
proved this to my satisfaction by a very simple test. 
I placed in different parts of a building, in halls, 
waiting-room, freight yard, etc., the following articles: 
Two gem lamps worth say 25 cents each, one copper 
bond worth 40 cents, one block of switch rubber worth 
60 cents and a package of stationery worth $1.50. 
These were placed carelessly but conspicuously and a 
dozen employees of the company were taken over 
routes embracing visits to every one of the articles. 
Incidentally they were taken past a hydrant running 
at full blast (we buy water on a meter basis) 
and six 40-watt tungsten lamps burning brightly in 
broad daylight. As far as possible the routes were 
all different but at the end of each a coin was con- 
spicuously placed. The result of the test was that not 
one of the men saw anything in the material line, but 
every one saw the coin and pocketed it. One cannot 
think that if these articles had been lying around in 
the men’s homes they would have been passed by. In 
this case each article would have commanded instant, 
personal interest as something purchased and labored 
for and therefore something which the owner could not 
allow to go to waste. The articles which were owned 
by the company were not observed simply because the 
men had not been trained to see them and because they 
lacked the element of personal interest. The test seems 
to me to prove conclusively that, not only do men not 
see, but they are living under two separate standards. 
One standard applies to their own affairs, the other to 
the affairs of the company from which they derive their 
livelihood. The employers should do all in their power 
to correct this condition, as no man is a really valuable 
employee until he learns that there is but one standard 
of interest in personal and company affairs. Our com- 
pany is hopeful of results from a consistent effort to 
enlist single-standard interest. We believe that real 
progress is being made in the reduction of the operating 
ratio. 
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County & St. Joseph Railway 


This 1200-Volt, High-Speed, Interurban Railway Has Recently Placed in Service a Complete System of Automatic 
Block Signals Which Is Described in Detail by the Author, Who Includes Figures 
Covering the Total Cost of the Installation 


BY ROBERT P. WOODS, CITY MEMBER BOARD OF CONTROL, KANSAS CITY RAILWAYS COMPANY 


An automatic block signal system recently completed 
on the Kansas City, Clay County & St. Joseph Railway, 
under the direction of the writer, embodies some fea- 
tures of interest in signaling on electric railways. This 
road is a 1200-volt d.c. line, doing an exclusive inter- 
urban business and operating frequent trains at high 
speed. After about two years of consideration as to the 
system and the type of signals best adapted to the con- 
ditions, J. R. Harrigan, general manager of the com- 
pany, directed that contracts be entered into for the 
installation of an absolute automatic block signal sys- 
tem with continuous, alternating-current, track circuits. 
It was decided also that current should be provided for 
station and switch lights along the whole route. The 
Union Switch & Signal Company’s apparatus was used. 

The road consists of two single-track divisions, both 
extending from Kansas City, Mo., one northeast 28.35 
miles to Excelsior Springs and the other northwest to 
St. Joseph, a distance of 52.44 miles. The length of 
track outside of terminals on the Excelsior Springs di- 
vision is 24.5 miles, all of which has been included in 
the signal system. This division has been divided into 
nine blocks varying in length from 6950 ft. to 18,704 
ft. The predominant length of block is about 15,000 ft. 
The length of track under the signal system on the 
St. Joseph division is 46.6 miles, which also includes 
all track outside of terminals. This division has been 
divided into. sixteen blocks varying in length from 6154 
ft. to 23,201 ft., with about 15,000 ft. as the predomi- 
nant length of block. 

Each block in the signal system, which is of the Union 


Switch & Signal Company’s ‘“T-D-B” type, is a unit in 
itself, and cars occupying one block have no control over 
signals in an adjoining block, following movements being 
provided for by having intermediate signals located 
about 1000 ft. either side of the center of the block, 
thus providing for the operation in the same direction 
of two trains in the same block and both being protected 
by absolute signals. 

At each siding there are placed two semaphore sig- 
nals, one for each direction of traffic. These semaphores 
are electrically operated and for night indications are 
lighted with two 2-cp lamps. The semaphores are of 
the Style B one-arm, two-position type, operating from 
0 deg. to 60 deg. in the upper left-hand quadrant, in- 
dicating “Stop” at 0 deg. or horizontal and “Proceed” 
at 60 deg. 

About 1000 ft. on either side of the center of block, 
depending upon the block length, is located an interme- 
diate light signal of the Model 13 type, provided with 
one red and one green lens, each about 8 in. in diameter, 
and hooded for daylight indications. Two 25-watt lamps 
are used for each of these indications. 

At two sidings which are used for light freight oper- 
ations only, there have been installed switch indicators. 
These indicators are small unlighted semaphores, each 
mounted in an iron case on a 4-ft. stand, and they al- 
ways indicate “Stop” to trains occupying the siding. 
Before a car leaves one of the sidings the trainman 
must open the case and throw the indicator into cir- 
cuit; if the block is not occupied the small semaphore 
will go to “Proceed” and must be held in this position 
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until the car passes out on the main line, thus setting 
the home signals at “Stop” and giving the car that 
leaves the siding the right-of-way in the block. The 
switch indicators do not indicate any movements into 
the siding from the main line. 

The overhead wiring for this system consists of two 
No. 6, 40 per cent, copper-clad wires for the transmis- 
sion system, which is 2200-volt, single-phase, twenty- 
five-cycle; and three No. 10, copper-clad, 30 per cent 
wires for the 110-volt control wires. There are two ad- 
ditional wires of the same voltage from the center of 
the block to each of the intermediate light signals. 
Where station lights are provided an additional wire 
from the nearest line transformer is necessary. 

Insulated rail joints of the Keystone type are placed 
in the track at the end of each block, confining the sig- 
nal track circuits, and impedance bonds of 500-amp 
capacity are placed in the track to take care of the re- 


K. C., C. C. & ST. J. SIGNALS—HOME SIGNAL REAR END OF 
LONG SIDING IN CITY STREET 


turn propulsion current. All of the old cross-bonds in 
the track were removed. 

Power for signal operation is obtained from the 730- 
volt side of the main substation transformers, a double- 
throw switch being provided for taking power from 
either bank. At the substation on the Excelsior Springs 
division, two 15-kva, 730—2200-volt, twenty-five-cycle, 
single-phase transformers have been installed with a 
single panel switchboard for controlling the signal cur- 
rent. Similar installations were placed in the two sub- 
stations on the St. Joseph division, except that at the 
second station two 10-kva transformers were used in- 
stead of the larger size. Line transformers are installed 
along the line to step the 2200-volt signal transmission 
current down to 110 volts for signal controls and to 
12 volts for track circuits. Vane type relays are used 
for the line and galvanometer type for the track circuits. 

All shelter stations and switch stands are electrically 
lighted, the shelter lights being taken from the 110-volt 
taps on the line transformers and the switch lights 
from the 12-volt taps of these transformers. The switch 
lanterns are provided with two 2-cp Mazda lamps. The 
shelter stations each have one 40-watt Mazda lamp. In- 
dividual 2200—110-volt transformers are used at the 
three depots for lighting these stations. 

Trains are operated on orders from the dispatcher 
and the signals are additional safeguards against mis- 
interpretation or mistaken orders. A red signal light 
indicates “stop” and a green light ‘“‘proceed.” In case 
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of a signal giving an indication contrary to the train 
order, the dispatcher is called and the order verified, be- 
cause a block signal at “stop” may indicate: (a) a train 
is in the block; (b) an open switch in the main tracks; 
(c) a car outside of the clearance point on siding; (d) 
a broken rail; (e) failure of the system; (f) a broken 
bond. 

The operation of a typical block may be better un- 
derstood by referring to the diagram on the next page, 
which shows the block between Avondale and Maple 
Park on the Excelsior Springs division. This particu- 
lar block is 18,704 ft. long and the distance between 
intermediates is 2604 ft. With no trains occupying the 
block the signals assume proceed indications. Assum- 
ing an east-bound car entering the block at Avondale, 
east-bound home signal 54 and opposing west-bound 
home signal 91 and west-bound intermediate signal 75 


K. C., C. C. & ST. J. SIGNALS—VIEW OF HOME SIGNALS AT 
SIDINGS, SHOWING FRONT AND REAR ASPECTS 


go to the stop indications. The east-bound intermediate 
signal 70 will indicate stop when the car is within about 
400 ft. of the center of the block, and when the car 
passes a point about 400 ft. beyond the center of the 
block east-bound home signal 54 will clear, thereby al- 
lowing a following movement from Avondale and at the 
same time protecting the first car from the rear. East- 
bound intermediate signal 70 and west-bound home 
signal 91 will not clear up until the car has passed out 
of the block or entered the siding at Maple Park, and 
obtained clearance with the main line. The intermedi- 
ate signals lend an additional safeguard, as in the case 
of two trains entering the block, one at Avondale and 
the other at Maple Park, at one time, both intermediates 
would indicate “stop” and the trains would be held. 

Located at each switch is a switchbox which is con- 
nected to the closed point of the switch, and when the 
switch is opened the signals in the adjoining blocks 
show stop indications. The box may be so set that any 
desired opening of the track switch will operate the 
signals. An illustration shows the circuit plan for a 
typical block. 

In Table I is a detailed estimate of the construction 
of the entire signal system and, as the work is now 
practically completed, represents the cost of the work. 
The Union Switch & Signal Company furnished and 
installed all semaphore and light signals, line trans- 
formers, relays, impedance bonds, trunking and all nec- 
essary connections. The concrete foundations were 
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K. C., C. C. & ST. J. SIGNALS—TYPICAL BLOCK ARRANGE- 
MENT 


built by the signal company with materials furnished 
and delivered by the railway company. ° The railway 
company furnished transportation for the distribution 
of all materials and apparatus and did all else including 
the supplying of poles, wires and line fixtures. All the 
line-construction labor and the furnishing and erection 
of all substation transformers, switchboards, and light- 
ing fixtures were also furnished by the railway company. 
The contract for the equipment was entered into on 
Feb. 14, 1914, and the signals were placed in operation 
on the Excelsior Springs division on July 11, 1914, and 
on the St. Joseph division during the latter part of 
September, 1914. 

The estimated power consumption taken at the switch- 
board in each substation on the 2200-volt side, is as 
follows: The Excelsior Springs division, which com- 
prises nine complete blocks, or 24.5 miles of protected 
track, has nine electrically lighted switchstands and 
forty-six 40-watt station lights. It will consume under 
normal conditions 8.1 kw. When all signals are clear- 
ing, that is all motors are operating, the maximum de- 
mand is estimated at 12.2 kw. 

At the first substation on the St. Joseph division, 
which controls nine complete blocks, or 23.4 miles of 
track, there are eight electrically lighted switchstands 
and seventeen 40-watt station lights, and the consump- 
tion is estimated at 7 kw. with an estimated maximum 
demand of 11 kw. At the second substation on the St. 
Joseph division, which controls seven complete blocks, 
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TABLE I—DeETAILED Cost or SIGNAL INSTALLATION ON KANSAS / 
City, CLAY CouNTY & ST. JOSEPH RAILWAY 


Material and labor by the Union Switch & Signal Company $73,000 


Material and labor by Kansas City, Clay County & St. 
Joseph Railway : 


L32 cus ya: crushed stone Nees Med ALES 200 sree stetehs 330 
66 cu. yd... sand (delivered) at S22005 sors os ieee el 132 
198 bbl. cement, a rales OO erste hehe fa olsen cuassSe a emanations cetaceans aate 396 
130 miles No. 6 H. D.C. C. 40 per cent bare wire, 50,700 

Ib. at LO cents hao is. saves erento tierce ia ener ee eet 8,112 
262 miles No. 10 H. D. C. C. 30 per cent bare wire, 40,348 

ib., at 15 -Cents:.,..c2:. cto atelnemn ste ee ete nell deere entero 6,052 
18 miles No. 10 H. D.C. C. 40 per cent bare wire, 2772 

Ib.at: 16) Cents ss 0.25 sae 5, tapes oueterelststaler eh seanel ole eee eee pened 443 
146 70-lb. Keystone insulated rail joints, at $6.00...... 876 
10 75-lb. Keystone insulated rail joints, at $6.40....... : 64 
4 transformers for substations, 15 kva, at $200........ 800 
2 transformers for substations, 10 kva, at $150........ 300 
8 single-panel switchboards for controlling signal cir- 

Guits,. at: $LQ6 CE. e akenceoc eee chee ete Tee ae 375 
325 lb, 24-in. tie wire, at 164% cents per pound........ 53 
400 lb. 14-in. tie wire, at 16% cents per pound......... 66 
6300 porcelain insulators (2300-volt line), at 7 cents... 441 
11,100 porcelain insulators (110-volt line), at 4 cents.. 444 
600 “J” pins at-25 Gemts yc 7.0 sersaieieece sense eacresaeer eet eae ae 150 


Changing feeder cross-arms to obtain clearance for 2200- 
volt a.c. signal wires: 
2840 three-pin, 314-in. x 4%-in. x 5-ft. fir arms hee 


ing present 4-ft) arms) >) atss47COnts iy ij.) aie as rien 965 
8520 114-in. x 9-in, locust pins; at. 2) Cents. 7m kens 170 
5680 4-in. x 14-in. x 18-in. galvanized iron braces, at 

$50 per thousand i.)../s Sues eco eieierriesielialls caeiees e eiceene Nene 284 
Miscellaneous, bolts amd: Taiesih ci cc actrees atel- este cles opeaatente 100 
Labor substituting new arms, 71 miles, at $10......... 710 
Labor stringing 410 miles wire at $10................. 4,100 


Labor installing switchboards and transformers at sub- 


Stations |... ars ans ige avi she yelels eemreerece tarts eas nenaes areata mena 225 
Changing poles and guys for clearance................ 350 
Telephone interferences 2k a ce en ee eee 750 
Transportation ‘of men and materials.) 2... semen 950 
Bonding and installing insulated joints............... 600 
Increasing track centers at sidings.) .ia.. oe sees eereeele 750 
Wngineering and» contingencies! 4.0370 ween eee ee eee 4,500 

Total ... 2s ct sehers oie setter eiahees Geatere tenets heel tar eisian at ener eae $106,490 


covering 23.2 miles, there are seven electrically lighted 
switchstands and twenty-six 40-watt station lights, the 
estimated power consumed is 6.1 kw normally, or an - 
estimated maximum of 9.7 kw with all signals clearing. 

A summary covering the installation of signals and 
shelter station lighting is as follows: 


Total miles.of track protected. mi sinters nicer cts era rert ce) at aan ment (ee! 
Number of blocks /operatedins ©) sc) ume eepieeie icine toe vetecreieis 25 
Number of semaphore’ signals sy. <<. corse) celal ol oieiet creates preemie renerene 50 
Number of intermediate light signals..............-2.scceec00% 50 
Number of switchstands liehted  .ii. casio ticle eae ernie raetene 24 
Number of shelter stations lighted (one light each)............ 51 
Mstimated cost of Wehtingerc i. q uncle v wreels ects victeveielersieieleterteters $3,900 
Total cost of signal system, including switch lighting, but 
exclusive of station Hehting is iuicn. sis aoe arene eins erates $106,490 
Cost per mile .of track protected sii...) = eis ens eelee enone eens $1,500 
Cost, per block completestc siti seceeusieete ates ee oe eee ee ran aie eee $4,250 
ylglor 


K. C., C. C. & ST. J. SIGNAL—TYPICAL CIRCUIT PLAN ” 
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Electric Welding in Track Repairs 


The Author Outlines His Experience with Electrically Welded Frogs and Rail Joints, Giving Details of the 
Time Required and Current Consumed in Completing Different Pieces of Work 
with a Portable Electric Welding Outfit 


BY F. J. VENNING, SUPERINTENDENT OF CONSTRUCTION CINCINNATI TRACTION COMPANY 


In July, 1913, the track and roadway department of 
the Cincinnati Traction Company received its first 
portable welder from the Indianapolis Switch & Frog 
Company. A demonstrator was sent to Cincinnati to 
instruct our man in operating the outfit. We imme- 
diately began the building up of manganese centers in 
frogs, switches and mates with very good success at 
first, although our men, as their experience increased, 
became more proficient in the use of the welder and 
greatly improved the quality of their work. In a very 
short time we could see the value of the apparatus 
and secured a second welder in October, 1913. At this 
time we set about with the new machine to fill up some 
open joints in a 2-mile piece of double track laid with 


ELECTRIC WELDING IN CINCINNATI—ELECTRICALLY- 
WELDED RAIL BRACES AND TIE PLATES ON OAK TIES 


relay rails in 1910. Every open joint was closed, thus 
making a continuous rail for the entire distance. In 
all the joints thus filled, we have had but one failure 
and that was due to improper plugging before the joint 
was welded or filled. After this work was done the 
welders were kept at work continuously and with in- 
creased success on worn-out special work and man- 
ganese centers in frogs and crossings. 

During the winter I became personally interested 
in the welder and followed the work carefully. One 
of our first important jobs included the building up of 
twenty broken expansion joints on a viaduct. These 
were originally made by cutting the rail-ends vertically 
for about 10-in., and lapping the ends. They were 
badly battered in some cases and one-half of the head 
was broken off in others. The repair work included 
building up all joints to their normal section and re- 
placing the missing sections. This work is to-day in 
as good condition as it was when completed. 

On another job we built up and reclaimed two double- 
track, double crossovers that were in such a dilapidated 
condition that renewals would have been necessary if 
the repairs had been unsuccessful. In some instances 


as much as 10 in. of the head of the rail at the joint was 
entirely gone. The method used in this instance was 
to weld two strips of iron on top of the joint plate and 
then to build a new head on the rail. 

Little or no difficulty has been experienced in obtain- 
ing successful results where the welding was done on 
ordinary open hearth or Bessemer steel rails, but on 
the manganese inserts and in solid manganese layouts 
the process is somewhat different. After careful study 
and a number of tests, it has been found that the 
maximum success is obtained in repairing work of 
this type when the amount of metal added at one time 
is small and the whole quenched at frequent intervals. 
This keeps the temperature of the manganese insert 
or manganese casting below the critical point, thus 


ELECTRIC WELDING IN CINCINNATI—ELECTRICALLY- 
WELDED TRACK READY FOR CONCRETING 


insuring that no change takes place in wearing quali- 
ties after the new material has been added. 


ELECTRICALLY-WELDED FROGS 


As a rule the Cincinnati Traction Company renews 
defective insert special work or solid manganese pieces 
in a large layout with built-up work made of open- 
hearth standard rail sections. These pieces generally 
last about as long as the rest of the layout, making it 
possible to renew the whole at one time. Prior to 
December, 1913, we had all frogs made at a local shop, 
the company furnishing the rail and templets from 
which any piece was to be made. During December, 
1913, we concluded that we could make this class of 
frog cheaper and in much less time, and at the same 
time could manufacture a better article by using the 
electric welder, and we found that shop-made frogs 
which formerly cost us from $45 to $65 could be manu- 
factured for from $16 to $23. Moreover, the shop- 
made frogs were merely bolted together, whereas our 
frogs were bolted and welded, making a frog that could 
not possibly be shaken nor hammered apart, all parts 
acting as.a unit. 
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Wherever these frogs have to perform heavy duty 
we burn away the intersecting parts of the head of 
the rail with the earbon electrodes and build up the 
parts so removed with hard steel. By this method 
we supply a harder metal at the excessive wear points 
and the result has been very satisfactory. Between 
December, 1918, and May 1, 1914, we built and in- 
stalled twenty-four electrically-welded frogs, and none 
have given any evidence of failure in any of the welds. 
However, if any of these electrically-welded frogs should 
develop defects, or should begin to show indications of 
wear or cupping at the intersecting flangeways, we 
expect to restore the points by welding on hard steel. 

It might be stated that the frogs shown in the illus- 
trations were made practically by two men who did 
the sawing and fitting, and by a blacksmith bending 
the plates. All the sawing was done by hand, the only 
machine work required being that of drilling the few 
bolt holes. Since this was experimental work no special 


ELECTRIC WELDING IN CINCINNATI—JUMP CROSSING WITH 
THROUGH RAIL ON CURVE 


ELECTRIC WELDING IN CINCINNATI—VIEW OF FROG SHOW- 
ING PAVING CHUCK 


time was set for the welding, but it was done on rainy 
days and during extremely cold weather when it was 
impossible to work men outside. 

In order to determine accurately the exact cost of 
frogs built in this manner the Cincinnati Traction Com- 
pany arranged for an energy-consumption test to be 
made by the electrical engineering department of the 
University of Cincinnati. The instruments used were 
a Westinghouse graphic-recording ammeter, a portable 
Weston ammeter and a wattmeter. In the test for 
welding together a frog there was 308 lineal inches of 
welding. The average current required was 170 amp 
and the total energy consumption to complete the entire 
welding process was 161.7 kw-hr. The time consumed in 
welding the frog was three hours and four minutes, 
and all of the welding was done with the panels of 
the welder in parallel. In an experimental run made 
for a few minutes with only one panel in the circuit, 
the current consumption was 90 amp. With this, 
however, the arc was not of sufficient density for heavy 
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welding, but could be used for light. welding on thin 
metal. Other overhead charges added to the total cost!! 
of making one of these frogs include that of preparing 
the drawings and making the templet. 


ELECTRICALLY-WELDED JOINTS 


The standard rail-joint used by the Cincinnati Trac- 
tion Company for some time past was of the cast-weld 
type, and prior to the adoption of the 140-lb. girder- 
grooved rail section as our standard, we had extremely 
good results with the cast-welded joint. Out of 10,000 
joints installed between 1907 and July, 1913, our per- 
centage of failures was 1.76. However, since the adop- 
tion. of the 140-lb. rail section, failures of cast welds 
have greatly increased, and in view of this fact we are 
of the opinion that the limit of the cast-welded joint 
is exceeded when it is used on this rail section. 

In cases where a cast-welded joint fails we knock off 
the cast weld .and apply a standard channel plate by 


ELECTRIC WELDING IN CINCINNATI—VIEW OF THROUGH 
FROG 


ELECTRIC WELDING IN CINCINNATI—JUMP CROSSING WITH 
BUILT-UP FLANGEWAYS 


electrically welding it. This plate is welded to the 
rail after it has been drawn securely into position by 
inserting two of the four bolts. If an open joint has 
developed, due to expansion and contraction, we elec- 
trically weld the opening, filling in with hard steel, thus 
making the rail continuous. Since the electrically- 
welded plates have been introduced on this property the 
rail has been made in continuous lengths up to 1000 
ft., one piece approximating 1 mile in length. 

By the application of the electrically-welded channel- 
bar and the closed joints, we have not only eliminated 
joints but also copper bonds. Should a rail break due 
to contraction after it has been welded in this manner 


the same method would be used in making the joint at * 


the broken point. It makes little difference whether 
the opening is 1 in. or 6 in. at the point of the break, 
because a piece may be inserted and the three sections 
solidly welded to the plate, thus making the rail con- — 
tinuous, as before. 
At the time when the energy consumption was de- 
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ELECTRIC WELDING IN CINCINNATI—FROG OF 9-IN. TRILBY RAIL—NOTE WELDED PLATE 


termined for the electrically-welded frog, a similar 
test was run on the electrically-welded joint. This joint 
is made up of standard plates, 32 in. long, designed 
for the Lorain steel section 140-402. In addition to 
these plates one-half of a plate taken from a 109-lb. 
rail section is welded to the base of the rail. In order 
that the results of this test might be comparable with 
working conditions on the street, the test weld was made 
in a section of skeleton track. During the period 
of the test the ammeters registered at beginning, with 
resistance of welder cold, 190 to 195 amp. This con- 
tinued for about ten minutes until the resistance heated, 
at which time the current settled to a point between 
165 and 170 amp, the average consumption for the 
entire joint being 169.3 amp, with readings taken 
every minute. The time consumed in welding the joint 
complete was one hour and ten minutes, thus making 
the actual energy consumption 79.2 kw-hr. per joint. 


WELDED TRACK CONSTRUCTION 


Recently we have developed what we consider an ideal 
track construction in which electric welding largely 
enters. This may be constructed with either wood or 
steel ties, but where wood ties are employed tie plates 
34 in. x 6 in. x 12 in. in size are used on every fourth 
tie. These tie plates take the form of the combination 
rail brace and tie plate described in the ELECTRIC 
RAILWAY JOURNAL of June 27, 1914, on page 1467. 


Experience has shown that if the plate and brace are 


purchased separately and the two welded together on 
the job, considerable saving is made over purchasing 
the combination plate and brace from the manufacturer. 
At about 100-ft. intervals, or as often as required, the 
tie plate is made continuous from rail to rail to take 
the place of an ordinary cross bond. The same method 
of cross bonding, if desired, could be used in the devil- 
strip, thus providing a perfect bond from one track 
to the other. When steel ties are used the rail braces 


are welded direct to the tie, and at intervals the tie 
itself is welded to-the base of the rail for cross-bonding 
purposes. In order to test thoroughly this type of con- 
struction, a piece of track 3200 ft. long was constructed 
of 140-lb. rail laid on steel ties except at curves. At 
these points the rail was laid on oak ties with 34-in. x 
6-in. x 12-in. tie plates to which the rail braces were 
electrically welded. Continuous joints were used on 
the angle bars, and straight plates or channel plates 
on the tangent track. Continuous joint plates were 
welded at the upper surfaces and at the ends of the 
plates. As shown in one of the illustrations, in pre- 
paring plates for welding bolts are inserted in the 
two upper holes, clamps are applied to the bottom of 
the plates near the ends and the plates are then pressed 
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in place. The top of the plate is welded and the bottom 
is spot-welded, after which the clamps are removed and 
the welding completed. 

This new piece of track offered the first opportunity 
to obtain the exact average cost of welding joints. One 
pair of 32-in. plates with a 16-in. base plate was ap- 
plied, at an average cost of $3.98. This included the 
cost of the plates, all labor, material and electric cur- 
rent sufficient to make a finished joint. This cost is 
for the channel plate construction. The average cost 
of welding a continuous joint was only 64% cents, 
which, of course, does not include the cost of bolting 
the joint in place. It merely covers the cost of the 
laborer’s time, welding steel, and the current used. The 
average cost of welding rail braces to the steel ties or 
to the tie plate was 6 cents, including labor and mate- 
rial used, but excluding the plates and braces. While 
we had but one fair day’s run on this new welded track 
construction, one welder operator made ten complete 
straight plate joints and the other operator twenty con- 
tinuous joints. With good conditions,. it is believed 
one operator can easily weld from eighteen to twenty 
rail braces an hour. 


At the recent convention of the Roadmasters’ and 
Maintenance of Way Association of America the follow- 
ing officers were elected: President, P. J. McAndrews, 
of the Northwestern; first vice-president, Coleman 
King, of the Long Island; second vice-president, M. 
Burke, of the Chicago, Milwaukee & St. Paul; secretary 
and treasurer, L. C. Ryan, Northwestern. W. H. Koh- 
mehl, Chicago, Milwaukee & St. Paul, and A. Grills, 
Grand Trunk, were elected to the executive committee. 
The next convention will be held in Chicago, beginning 
Tuesday, Sept. 14, 1915. 
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The Truss Rod Fallacy 


L. B. STILLWELL, CONSULTING ENGINEERS 
NEw YorK, Oct. 5, 1914. 
To the Editors: 

I have read with interest the editorial in your publi- 
cation of Oct. 3 in regard to truss rods on steel cars. 
While it is conceivable that the application of truss rods 
to certain steel cars may be found necessary on account 
of possible errors in the original calculations of the 
proper strength of the structural members of the 
specific car in question, their application to new cars, 
as part of the design, will be recognized as futile, if a 
little study be given to the subject. 

In the diagrammatic illustration of a car shown here- 
with the load is assumed to be carried by the girder 
formed by the belt rail, the side sheathing, the side 
sills, and such portion of the posts as acts to stiffen the 
side sheathing. For the purpose of ready reference, the 
main members under consideration are shown in heavy 
lines. 

If the portion of the car between bolsters is consid- 
ered alone, the belt rail will be found to be under a com- 
pression strain and the side sill under a tension strain. 
When cars are built of wood it is customary to use a 
truss rod under the side sill, as it is difficult to incorpo- 
rate the required continuous heavy compression mem- 
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DIAGRAM SHOWING EFFECTIVE MEMBERS IN SIDE-GIRDER 
CONSTRUCTION 


ber at the belt rail. In this wooden structure, with a 
truss rod, the heavy continuous side sill becomes the 
compression member and the truss rod becomes the 
tension member. With steel construction, however, it is 
obviously practical to incorporate a continuous member 
at the, belt rail of such ample section that the stress 
imposed will be within the maximum desired fiber stress. 

If a truss rod is applied under such a steel girder, 
‘both the sill and the truss rod can be in tension if the 
strain on the truss rod is carefully adjusted. It is 
obviously possible, however, to draw up the truss rod 
to such an extent as to reverse the stresses in the sill 
and the belt rail, producing then compression on the sill 
and tension at the belt rail. 

Returning to the diagram of the car and considering 
the effects of the weight of the portion of the car body 
in advance of the trucks, it is observed that the stresses 
produced in the belt rail and in the side sill at the 
bolster are the reverse of those first above considered 
as occurring in the same members between the bolsters. 
In designing a car frame, the actual effect of this over- 
hanging load must always be considered. In certain de- 
signs of cars for city service, having considerable over- 
hang, the side sills may be altogether in compression, 
and in such cases the use of truss rods must be detri- 
mental. In any case, the practical difficulty of tuning up 
a truss rod under a steel girder to the point necessary 
to cause the rod to carry only a definite proportion of 
the tension, is clearly apparent. Furthermore, the 
weight of material required for an adequate truss rod 
will be of greater structural value if incorporated in 
the proper girder members. 
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In conclusion, the application of a truss rod to the, 
side girder of a steel car duplicates tension members. 
For this reason it will eventually create the same im- 
pression in the mind of an observer as would the appli- 
cation of a pair of shafts and a whip socket to an auto- 
mobile. F. M. BRINCKERHOFF. 


BosTon, MAss., Oct. 5, 1914. 
To the Editors: 

The “truss rod fallacy” pointed out in your last issue 
constitutes an interesting paradox. Frankly, it seemed 
to me hardly possible that the addition of metal to a 
structure could produce the astonishing result of weak- 
ening it instead of providing some little strength, espe- 
cially when the addition consisted of such a well-known 
and widely used device as the truss rod. With that 


idea I developed a concrete case for an example, and — 


judging by the result I have to admit that the truss rod 
should be relegated to a strategic position in the rear 
like that now occupied by the New York Giants. Un- 
der the circumstances it may be that the details of my 
example will interest your readers. 

Assume an interurban car 60 ft. long and with truck 
centers of, say, 36 ft., giving an overhang of 12 ft. at 
each end. The framing between trucks would then have 
points of zero moment about 27 ft. apart. Assume the 
weight of body, with passenger load, to be 60,000 lb. 
and that the section between points of zero moment 
weighs, say, 27,000 lb., and also that 7000 Ib. of equip- 
ment is distributed on the body framing between 
trucks, making the total load to produce moment equal 
34,000 lb. Assume further that the side-girder type of 
construction is used and that the girder between sill and 
belt rail is 3 ft. high. 

Then the load on the section of each side girder be- 
tween points of zero moment (which constitutes a beam 
27 ft. long) is half of the total, or 17,000 lb. Assuming 
that the neutral axis is midway between the upper and 
lower members of the girder, the moment in the center 
of each beam is, according to the well-known formula 
Wl 
—, and each of the forces (tension and compression) in 


8 

the sill and belt rail is (neglecting the web) approxi- 
Wl 

mately — where W equals the uniformly distributed 
8h 


load, l, the length, and h the height of beam. Substi- 

Wl 17,000 < 27 
tuting actual values, F = — = —W—W—— 
Sh 8x8 


= 19,000 


Ib. 

This is the amount of the compressive force in the 
upper member and also the amount of the tensile force 
in the lower member of the girder, and, if a truss rod 
is of any use, its installation ought to effect a decrease 
in both these tensile and compressive forces. Cer- 
tainly it will not increase either one. Nor must it 
reverse the stresses to the extent that the original com- 
pressive stress is replaced by a tensile stress of greater 
amount or the original tensile stress is replaced by a 
compressive stress of greater amount. Obviously 
stress is stress, whether of compression or tension, 
because structural engineers use the same maximum 
figures for both, except that the safe compressive stress 
is reduced in the case of long columns. 

Assume, then, that a truss rod is applied to the car 
in question without any change in the loading in any 
way. This truss rod assists the girder by introducing 
upward forces at the queen posts. To produce these 
forces, however, it must be set up so as to be strongly 
in tension, and this tension must have a reaction that 
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appears as an equal compressive force in girder, or in 
other words, the pull from the truss rod tends to com- 
press the beam longitudinally. 

Owing to the presence of turnbuckles the ability of a 
car repairer with more beef than brains to set up the 
truss is limited only by the strength of the rod. As- 
sume that the rod is 1144 in. in diameter. Then the 
area is 1.227 sq. in., and if the elastic limit is 33,000 
lb. per square inch the force which it can readily exert 
is 40,000 lb. 

Now let us see what this force can do to the girder 
when the reaction appears in it as compression. If it 
is believed that the total force is divided about equally 
between the upper and lower members of the girder, 
each member will take 20,000 lb. of compression. Then, 
assuming that the moment remains unchanged, the 
original tension of 19,000 lb. in the lower member will 
be overcome and replaced by a compression of only 
1000 lb. In the upper member, however, the original 
compression of 19,000 lb. will have added to it 20,000 
lb., due to the reaction from the pull of the truss ee 


so that the maximum stress becomes 39,000 lb., com- 
pression, instead of 19,000 before the truss mae was 
applied. 


Now, for the sake of argument, assume that the mo- 
ment at the center is reduced, by the action of the queen 
posts, exactly to zero. Then there will be a stress of 
20,000 lb. compression, top and bottom, or 1000 lb. 
more than existed in each member before the truss rod 
was applied. Again, assume the moment fully reversed. 
Then the stress in the top member will be only 1000 
lb. compression, but in the lower member the stress will 
go to 39,000 lb. compression. Therefore, in every case 
the presence of the truss rod, without a change in the 
load, has actually increased the maximum stress and 
thus weakened the beam. 

In fact, it is impossible to conceive a set of circum- 
stances (that are in accordance with the laws of nature 
and trigonometry) under which the stress will not be 
increased. Try a few other hypothetical cases. I did. 

AMATEUR. 


Insert Special Work Failures 
TRANSIT DEVELOPMENT COMPANY 


Brooklyn, N. Y., Oct. 2, 1914. 
To the Editors: 

I have noted with much interest the articles on the 
subject of insert special work failures in your issues 
of Sept. 19 and 26, and believe that the articles have 
served a good purpose in calling attention to the matter. 

While I feel that the subject involves too much detail 
to discuss within the limits of a letter, there are a few 
points upon which comment may not be out of place. 
It appears that there are really three parties interested 
in the question, two of whom have been referred to, 
viz., the manufacturer and the engineer, the third being 
the purchasing agent. The first two cannot work 
together to the best advantage if the latter does not 
co-operate also. The reason for the failure of the pur- 
chasing department to co-operate at all times may pos- 
sibly be due to the quite general lack of anything like 
standard specifications, which allows considerable lati- 
tude in bidding, with the result that the price often has 
a marked influence on the type of work ultimately pur- 
chased, disregarding, to a considerable extent, the type 
of construction the engineer has in mind for particular 
locations. 

While it is doubtful whether it would be well to 
attempt to standardize every feature, there is little 
doubt but that the general dimensions of most castings 


and inserts, together with the character of the several 
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metals in them, could be standardized with much benefit 
to all concerned, and it is therefore thought that the 
assignment of the subject of special work design and 
manufacture, for consideration by the committee on 
way matters of the American Electric Railway Engi- 
neering Association, would be productive of good results 
in this direction. R. C. CRAM, 
Assistant Engineer Way and Structure. 


Tests of Automatic Train Speed Control 


A public demonstration of the Horne & Crane train- 
control and train-stop device was held on Sept. 30 at 
the Cranford Junction yards of the Central Railroad of 
New Jersey. The tests were witnessed by a large num- 
ber of engineers representing various railroad com- 
panies, signal manufacturers and the Interstate Com- 
merce Commission. These tests were practised on a 
steam locomotive and were the first public application 
of this method of automatic train speed control by 
means of non-magnetic rail sections. Owing to the 
short stretch of track available the manganese track 
sections were spaced unusually near together in order 
to allow the locomotive a permissive speed of only 13 
m.p.h. The tests, which proved successful in each case, 
were conducted to fulfil the three following situations: 
1. Block approached occupied. Locomotive exceeded 13 
m.p.h.; speed control and brakes were automatically ap- 
plied. 2. Succeeding block still occupied. Locomotive 
reduced speed within 13 m.p.h. limit and no automatic 
brake application occurred. 8. Succeeding block clear. 
Locomotive passed speed control at fast and slow speeds 
without causing brake application to occur. 

The object of this train-control and train-stop de- 
vice is to provide a system of speed control which per- 
mits an oncoming train to approach the rear of a pre- 
ceding train provided the speed of the train approach- 
ing is properly decreased as the distance separating the 
trains decreases. By means of the measured spacing 
of special sections in the running rail the speed of a 
train approaching an occupied block is automatically 
timed, and if its speed exceeds any predetermined limit 
at any point intervening between the distant signal and 
the home signal the train brakes are automatically ap- 
plied under either service or emergency pressure until 
the train is stopped or until its speed is reduced to a 
certain predetermined rate of travel as may be desired 
by the railroad company. 

The special sections inserted in the running rail are 
composed of ordinary manganese rolled-steel rail which 
is absolutely non-magnetic. Electromagnets are in- 
stalled on the track in conjunction with the manganese 
control sections. The locomotive apparatus consists of 
a magnet suspended over the running rail which serves: 
normally to maintain in closed circuit a valve connecting 
a timing cylinder with a source of compressed air sup- 
ply. The piston of the timing cylinder times the move- 
ment of a contact disc controlling a brake pipe cut-out 
valve, which operation determines the speed of the train 
travel between manganese control sections when the 
block approached is occupied. 


The bureau of mines of the Department of the In- 
terior, has issued Bulletin 38 entitled “The Origin of 
Coal” by David White and Reinhardt Thiessen. The 
bulletin forms a report on an extensive investigation 
designed to show from microscopic examinations of 
coal, how far and in what ways the grouping of coal by 
types depends on differences in the kinds of plant mate- 
rial from which it was formed and on the conditions 
of its accumulation. The bulletin contains a chapter 
by Charles A. Davis on the formation of peat. 
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MEETING OF WASHINGTON RAILWAY & ELEC- 
TRIC COMPANY SECTION 


The first. meeting of the Washington Railway & Elec- 
tric Company section for the season was held on Sept. 
28. The commercial department of the Potomac Elec- 
tric Power Company met with the section. The prin- 
cipal feature was a paper by George C. Whitney, of the 
accounting department Washington Railway & Electric 
Company, entitled ‘“‘The Accounting Department and Its 
Relations to the Other Departments.” The paper pro- 
voked a lively discussion, after which informal ad- 
dresses were made by Dr. Earle Wilsley and Dr. Abram 
Simon, ministers of local churches. In addition to 
felicitating the section upon the fine spirit manifested, 
the ministers gave summaries of recent experiences in 
Europe. Following the addresses, refreshments were 
served. E. S. Marlow, manager commercial department 
Potomac Electric Power Company, presided over the 
meeting, the minutes of which were forwarded to the 
ELECTRIC RAILWAY JOURNAL by B. F. Hunter, secretary 
of the section. ., 

The purpose of Mr. Whitney’s paper was to show how 
the work of the accounting department co-operates with 
other departments, and that its function is not to pile 
up a mass of unintelligible figures and reports to be filed 
away as records for possible future reference by the 
board of directors or the officers of the road. He 
showed by definite statements how the department can 
assist in improving the efficiency of the operation of 
the system. For example, the claim department can be 
furnished with facts and figures showing the causes of 
accidents and the facts bearing upon them, such as 
kinds of accidents, styles of cars, styles of brakes, serv- 
ice of trainmen, age of trainmen, mileage of cars, to- 
gether with the cost of different kinds of accidents. 
Such data should enable the departments concerned to 
reduce accidents along certain lines. There is a close 
relation to the construction and maintenance depart- 
ments also. The employees are apt not to associate the 
track gangs and their foremen with the accounting de- 
partment which, however, plays an important part in 
figuring the cost of work and material and insuring 
their proper distribution. Many a dollar is lost through 
loitering on a job, ordering of surplus material and im- 
proper distribution of work. Similarly, the accounting 
department can call attention to economy in the order- 
ing of supplies by the purchasing and stores depart- 
ments. 

In the work of the transportation department, the 
accounting department can assist by calling attention to 
statistics regarding accidents, and to the manner in 
which power is used by motormen. Through this de- 
partment, the complaints of the power and substation 
operators to the effect that machinery is being over- 
loaded, and that fuel cost is mounting up, can be brought 
to the attention of motormen. By giving figures of 
energy consumption per mile, or per car, on any given 
line and other data of this kind, the accounting depart- 
ment can help in reducing these costs. Again in the 
matter of making schedules, information can be fur- 
nished as to earnings, wages, hours, miles per line, 
which with the expression of these items in unit form, 
per car-mile, per car-hour, per passenger, per ton-mile, 
per seat-mile, etc., can indicate how schedules can be 
modified to produce greater economy. In the mainte- 
nance of buildings and equipment, the accounting de- 
partment furnishes carhouse expense statements, com- 
parative statements of operation and maintenance of 
substations and power plants, etc. These examples all 
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go to show the importance of the accounting department; 
in maintaining efficient operation of a property. 

In the discussion of Mr. Whitney’s paper, W. S. Bal- 
lenger, of the transportation department, stated that 
the instruction department drills the motormen care- 
fully in regard to economical use of current, and the 
men have had careful instruction in regard to the coast- 
ing recording clocks. Special attention is called to the 
coasting averages by division notices. The transporta- 
tion department also solicits suggestions tending to in- 
crease efficiency. The data sheets furnished by the ac- 
counting department are appreciated and are consulted 
when the question of increasing or reducing service is 
unde consideration. 

J. C. McLaughlin, of the commercial department, em- 
phasized the importance of the accounting department’s 
duty in furnishing accident data. He made a practical 
suggestion to the effect that a report bureau be estab- 
lished which would receive reports from all employees 
who notice defects on the property, these to be fur- 
nished on postal cards to be supplied by the bureau. 
George F. Mangan, of the commercial department, made 
the point that system is not enough in itself to produce 
results, and that the question in the use of any system 
is what use is made of the results. F. J. Mersheimer, 
of the claim department, urged that the accountants 
furnish simple statistics that can be understood and ap- 
plied. L. L. Johnston, of the maintenance department, 
said that many of the foremen do not understand the 
importance of the data which they are called upon to 
furnish. If they did they would make a better showing 
for their work. A man who can do good work but can- 
not report properly upon it cannot expect to receive 
proper credit. V. A. Sisler, of the same department, 
mentioned some of the statements which are found 
especially useful, principally carhouse expense, operat- 
ing expense, car accounts, job statements and manufac- 
turing accounts. He stated that the accounting depart- 
ment is of great assistance to the mechanical depart- 
ment. W. F. Dement and C. P. King, president Wash- 
ington Railway & Electric Company, also spoke. 


DENVER TRAMWAY COMPANY SECTION 


The September meeting of Company Section No. 3 
was held in Denver on Sept. 17, 1914, with President 
W. M. Casey, trainmaster Denver City Tramway, in the 
chair. The attendance was 200. The paper of the 
evening was by A. F. VicRoy, superintendent Union 
Pacific Railroad, on the topic “Safety First on the Union 
Pacific Railroad.” John A. Beeler, president Denver 
City Tramway, W. H. McAloney, superintendent of 
rolling stock of the same company, and others contrib- 
uted to the discussion. 


SECTION MEDAL COMPETITION 


The committee on the section medal to be awarded by 
the American Association for the best paper read during 
the year before a company section will report on 
Wednesday afternoon, Oct. 14. The committee is con- 
sidering the following papers: (Milwaukee section) 
“Purposes of a Street Railway Traffic Survey,” by E. J. 
Archambault; “Pavements in Street Railway Track 
Zones,” by V. W. Dentz; “Overhead Charges in Valua- 
tion,” by H. G. Abendroth, and “Some Improvements 
in Car Design,” by C. H. Cross. (Public Service sec- 
tion) “Maintaining the Way,” by P. F. Maguire; 
“Training the Trainmen,” by Charles H. Coe; “Some 
Elements Entering into Time-Table Development,” by 
Alexander Jackson; “Inspecting the Rolling Stock,” by 
John Hauf, and “Keeping the Company Department 
Store,” by Robert S. Inglehart. 
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- ENTERTAINMENT COMMITTEE ANNOUNCE- 


MENT 


' Mme. Gertrude Auld, prima donna soprano of Milan, 
the soloist engaged for the officers’ reception Monday 
night, though an American by birth is better known in 
Eurepe than in her own country. The foreign papers 
speak with enthusiasm of the quality of her voice and 
her great interpretative power. She made a most ex- 
traordinary success in Budapest and in Italy, where the 
Italians thought her singing was a return to the old 
school of Der Canto. Last winter she succeeded in call- 
ing forth enthusiasm of audiences in New York City 
with a recital on modern song. 


PROPOSED INCREASE IN DUES 


In the issue of the ELECTRIC RAILWAY JOURNAL for 
Oct. 3 an editorial commented on the proposed in- 
crease in company dues. The proposed and present 
schedules are as follows: 


Annual Present 
Gross Receipts Dues Dues 
Under OLA DIUT RL emer Seo ey AM Dara ey Rel ty MU aN ae Mr 25 $15 
Between!) 5.05000 and ~ $100,000" orcs. es. cee es 50 25 
- 00,000 “* BD OVO Mab areys ctsitre isco Came 75 50 
o 250,000 “ BOO OMe as o syaleie wate cvaterd 125 75 
se DOG OO uate mec OM ONOO Oar citceitkevcyetee ahold e cis EUS 100 
Ue AO OO O00 Pak 25000000 erarct atts is. 4s, olele tee 225 150 
w 2,000,000 “ ROO OS OG tats core i ptesren a ste lerety 275 200 
Se 3,000,000 * AE OOO 00 Usit marie aus ei cohe ate 325 250 
ee ASO) OL O00! Hees OOO O00 sae atre ms oclys foie 375 300 
es 5,000,000 ‘* GO OO Os OOO er areca levers aveca's. 6 sore e 425 350 
eg 6,000,000 ‘ 1 OOO OO Dees ety eisvn, on otlane 'e. sce 475 400 
a 7,000,000 ‘ SOOO WOO srcterst« w ovale tera etapace 525 450 
a BEC OOS OOO eee O 0000000 wiccr we Mills ao rekelie ane 575 500 
3 900.0500 Ong ea 6 0100, O00 te heenetete eke. ors ole 6 650 550 
OOO OKC OOM ea OVGE& tna, cle cheuelscolsle’ alate «a ace 750 600 


South American Trip 


After a two weeks’ visit to New York manufacturers, 
H. N. Douthitt, special agent of the Department of 
Commerce, has returned to Washington for a short time 
before leaving for Rio de Janeiro, Brazil. This South 
American trip by Mr. Douthitt is taken at the personal 
suggestion of Secretary of Commerce Redfield, who 
thinks that a government representative will be able 
to obtain’ much information of value to American 
machinery manufacturers. Mr. Douthitt’s investiga- 
tions will be confined entirely to a study of the market 
in South America for general outside machinery and 
engineering supplies, including electrical machinery and 
apparatus. He will look into the matter of equipment 
for machine shops, but will not make any investigation 
of markets for textile machinery. 

In talking with a representative of the ELECTRIC 
RAILWAY JOURNAL Mr. Douthitt said that he had lived 
for some time in Brazil, where he was interested in 
hydraulic engineering projects. As the result of this 
experience he concludes that American manufacturers 
should seek in South America a market based on the 
high quality of the goods produced. The quality is the 
best feature of American products, and this is thor- 
oughly appreciated by South American buyers who have 
traded with our manufacturers. Mr. Douthitt spoke of 
two Westinghouse generators installed at Bellohori- 
zonte, state of Minas Geras, Brazil, which had been cited 
all over the country as examples of the superiority of 
American machinery. They had been in operation about 
fifteen years, had worn out two sets of blades on the 
turbines, and when last heard of were as satisfactory as 
at the beginning. If all companies would do as certain 
of the large electric manufacturers have done and try, 
Mr. Douthitt said, to market products on the basis of 
high quality, they would secure satisfactory results. 

While in South America Mr. Douthitt will call on 
the American consul in each city, with whom he will 
advise, and also make a personal canvass among the 
users of heavy machinery. He will obtain as 
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thorough a description as possible of the machinery 
now in use, together with information concerning the 
source of manufacture, the cost and the present needs: 
Mr. Douthitt, with his knowledge of Portuguese, will 
discuss frankly the financial conditions in the various 
countries in order to find out whether buyers are in a 
position to pay cash, or, if not, what terms of credit 
they expect and what the countries can offer to American 
manufacturers in exchange for goods. The question 
now is not how much this country can sell to South 
American buyers but rather how much South American 
buyers will want to buy while financial conditions re- 
main as they are. 

Unless American manufacturers are prepared to have 
their representatives remain for a year in South 
America without showing a profit on sales, Mr. Douthitt 
does not advise the sending of representatives. If 
manufacturers desire to enter the South American mar- 
ket on this basis, however, they should secure their own 
representatives rather than try to do business through 
English and German commission houses, which already 
have extended connections with manufacturers in their 
own countries. 


Electrical Openings in South America 


Manufacturers of electrical machinery in New York, 
New Jersey and Pennsylvania have a remarkable field 
for development in South America, according to P. H. 
Burnett, industrial commissioner of the Lehigh Valley 
Railroad, in a bulletin recently sent out for the benefit 
of manufacturers along the line of the railroad. The 
latest census figures show that of the $221,000,000 of 
electrical machinery manufactured in the United States 
each year, $49,000,000 is produced in New York, $31,- 
000,000 in Pennsylvania and $28,000,000 in New Jersey. 
The world is recognizing the value of American elec- 
trical machinery, for $27,000,000 of electrical goods were 
exported from the United States in the fiscal year 1913 
as compared to $20,000,000 in 1912. 

Mr. Burnett believes that South America affords an 
opportunity greatly to increase American export trade 
in electrical machinery, on account of three conditions, 
the absence of coal, the presence of plentiful supplies of 
water-power and the need of power to operate railways, 
mines and industrial plants. That the opportunity is be- 
ing seized is evidenced by the fact that Brazil’s impor- 
tation of electrical manufactures amounted in 1912 to 
nearly $6,000,000 and Argentina’s importation to about 
$4,500,000. Chile, which has special facilities for ob- 
taining water-power, imported in the same year $2,500,- 
000 of electrical machinery and apparatus, while the 
imports of other South American countries brought the 
total to nearly $20,000,000. Of the $4,500,000 of this 
class of manufactures imported into Argentina only 
about $130,000 was from the United States, but of 
Brazil’s $6,000,000 of electrical imports about $2,500,000 
was from the United States. 

Mr. Burnett speaks particularly of the excellent op- 
portunities in the state of Bahia, Brazil. The market 
there for waterwheels and turbines, electrical motors, 
cables, etc., is sure to be steady and growing. On the 
Pacific Coast the opening for the use of electrical ma- 
chinery is very great. In Chile it may be expected that 
hydroelectric machinery will be in constant demand in 
view of the mountainous nature of the whole country 
and the numerous rivers. American machine makers 
will find strong competition but will probably have few 
better openings for future trade. A report from 
Venezuela emphasizes the fact that further industrial 
development will mean a demand for turbines and other 
hydroelectric machinery, and it would be well for elec- 
trical manufacturers to study the needs of this country. 
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Equipment and Its Maintenance 


Short Descriptions of Labor, Mechanical and Electrical 
Practices in Every Department of Electric Railroading 


(Contributions from the Men in the Field Are Solicited and Will be Paid for at Special Rates.) 


Welded End Laminations of Armatures 


BY C. L. KELLER, ASSISTANT MASTER MECHANIC DETROIT 
UNITED RAILWAYS 


In many of the earlier types of railway motors the 
laminations of the armature cores were supported and 
protected by the use of malleable-iron finger plates at 
each end of the core. These plates prevented any ten- 
dency of the core teeth to spread in the direction of the 
axis of the core. Lates types of motors, however, are 


VIEW SHOWING SEVERE TEST OF END LAMINATIONS WITH- 
“OUT CRUSHING 


not provided with finger plates, but the support re- 
quired at each end of the core is secured by making a 
few of the laminations of a heavier gage sheet metal 
than the remainder of the core. 

Our experience has demonstrated that this method 
of reinforcement offers a support far inferior to the old 


VIEW OF ARMATURE SCARRED FOR ITS ENTIRE CIRCUM- 
FERENCE 


finger plates. Until a few months ago the core with 
flared or spread teeth was a constant annoyance. In 
some cases the core was made an inch longer because 
of this spreading effect. In this condition, perfect 
winding was impracticable since much pressure was 
necessary to force the coils into the slots, and this 
pressure often damaged the insulation so badly that 
some of the coils soon burned out. 

To prevent this trouble, a suggestion was made that 
the flaring teeth be pressed back in place and welded 
together. In this manner the end laminations would 


form practically a solid piece and furnish the same sup- 
porting effect as a finger plate. As an experiment, one 
core was welded in this manner, and the result was so 
successful that all spread cores are now being so 
treated. The process is quite simple, requiring merely 
that the core be set on end, in which position the lami- 
nations are welded, one tooth at a time, with an oxy- 
acetylene flame fed from our installation of this weld- 
ing system. The welded section should have a thickness 
of from 1% in. to % in. 

The accompanying illustrations give some idea of the 
remarkable strength of these welded ends. One of 
these cores was damaged by some object which had 
been carried into the air gap, with the result that a 
groove about 144 in. deep and 1% in. wide was torn around 
the entire circumference of the core. It will be seen 
that although the teeth were distorted the welded ends 
still remain as true and parallel as the day they were 
welded. The other illustration shows an-armature core 
in which the end laminations have been subjected to a 
severe test without crushing. The actual cost of the 
welding is very small when compared to the cost of 
tearing down and reassembling a core, being about $7 
for a core of forty-five slots. This figure includes some 
experimental work, and could, no doubt, be greatly re- 
duced. 


Vineville Avenue Concrete Paving, Macon, 
Ga.—The Cost 


BY CARL H. FULLER, FORMERLY ENGINEER MAINTENANCE 
OF WAY MACON (GA.) BAILWAY & LIGHT COMPANY 


The following is a detailed statement of the labor 
and material required to build 4290 ft. of track under 
the conditions described in my article of Oct. 3: 


Labor 
Tearing up 4290 ft. of track at 3 cents per ft.......... $128.70 
Laying and surfacing: 

Mine: STading, |PCL LOOtn sr. ccrchie: iets ceeeeeloteyesecerete $0.02 

Placing ties vs, a/e2 J sucnaualy aceite «hel eee, wel Merete nekawe eke 0.01 

Spiking sand, bolting: 3242 4e. a ae 0.025 

PPAMDINS. sd. w.cns bee ce eee ke 

Pinal surtacine | . «fae cs 

Total, 4290 ft. at $643.50: 
Policing and lighting 44.51 
Hauling 1266 ties from stockyard, loading and unloading 

from service cars, 2-mile haul, at 4 cents each....... 51.43: 
Hauling rail from the stockyard, 76 tons at $0.345, or 

60. bars! 2b 0'0! ceentsveachen nicks owen tere eae ne eee 26.21 
Hauling away old material, miscellaneous hauling, 

eleaning up and labor not otherwise accounted for, 

4290 tt, “at (4 Cents: Dek TEC ass phenome oteicue onan ee eens ble 
Installing 266 bonds: at 1554 CONES 22 0.tan ots lehe elotelecclenthe aieiel 40.97 
Drilling and placing 400 ft. of guard rail, at 5% cents 

1 oc) aan i Ee ere hint. 1 AMAT Sera Otis rho Gidea e 21.95 

Total labor on 4290 ft. of track, at 23% cents per ft. $1,008.83 
Material 
ges No. 1 loblolly yellow pine ship pine ties, at ‘60 cents $789 
VCTAs Sriraity aves, Bte\ «| 4,s. afarensis aL Mee nate! sleet terete area enema chen am .60 
260. bars 60-lb. A. S. C. E. rail, at $9.72 each ($33.25 per 

ton, or 59 cents per ft. of track) we iaraye therein apate Ware 2,527.30 
400 ft. of guard rail at 53 f/3cents per Loot... ace 213.33 
Two pairs compromise joints at $6.70 each............. 13.40 
260 pair 60-lb, angle bars at 58 cents per pair.......... 150.80 
266 ve in. concealed No. 0000 stranded bonds at 43 cents fiaae 

GID og a teeta: agit, S pyale danelecsvec teeters ear Maal chee, cle tere mene eieeeme , 
1100  AGHORRS at 78 cents) Pers LO Omi + saeeiiieles | atu 8.58 
Eighteen kegs 7/16-in. x 51%4-in. railroad spikes at $4.87 
per’ Kee ek ce. ceils we ee eee rare ene ne cee eae 87.75 
Six (kegs ‘track bolts ati $4:90=pertkesirr ac sce reenter 30.91 
Depreciation on tools. © ar. jostle aie spaces ee eee aceon 20.14 
lanterns) and Volley oun «cera aidaperelate nt yatetele: chatetohasstomaian are 10.64 


Total material for 4290 ft. track at 91.7 cents per foot $3936.83 
Total labor and material, 4290 ft. at $1.15 1/3 per foot 4945.66 
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All rail was 33 ft. long and laid “broken joint” or 
‘joint and center.” Ties were placed two under each 
joint making a suspension joint, with four between, 
practically 3 ft. centers and requiring 1560 ties for 
the job. Of these ties, 294 found in the old track were 
considered sound enough to use again. As we have 
repeatedly uncovered ties incased in concrete from 
twelve to sixteen years and found them in fairly good 
condition we used no wood preserver, believing that 
because of the rigid monolithic construction of the pave- 
ment, which thoroughly incases the ties and rail in the 
cement, the ties would last as long as the paving itself. 
As the life of the paving could not exceed the average 
useful life of railway track, say twenty years, we did 
not consider it economy at this time to increase the 
initial cost of the work to obtain a result which would 
not be warranted by the life of the paving and the rail. 

It will be noted in the tabulated costs that labor for 
laying and surfacing amounting to 15 cents per ft. is 
further subdivided into the various operations, but 
these subdivisions can only be considered relatively ap- 
proximate as the transition from one operation to an- 
other is almost imperceptible. The rough grading and 
hauling away of excavated material by the city convict 
gangs, a service for which no charge is made against 
the job by the city, resulted in a saving to the traction 
company of 1324 yd. of original excavation which would 
have cost in the neighborhood of 15 cents per ft. of 
track. 

The cost of installing 266 9-in. concealed, stranded 
No. 0000 bonds with compressed terminals under splice 
plates, the holes being drilled with a Duntley electric 
track drill and terminals compressed with a screw press 
(see article in July 25 issue of this journal) including 
replacement of two plates and four bolts tight ready for 
paving averaged 15.4 cents each for the job. On one 
day with everything in their favor the two men who 
operated this outfit placed thirty bonds in ten hours 
at a cost of $2.75, or 9 cents per bond. 

The track laying gang averaged fourteen men and 
foreman. This work was done in forty-nine working 
days although the paving operations covered 103 days, 
including Sundays and delays. Track men received 
$2, $1.50, $1.85 and $1.25 a day of ten hours. No en- 
gineering or overhead is charged against the job. 

The city paving gang did the actual paving. After 
one side of the street had been fine-graded for quite a 
distance, the 12 cu. ft. batch mixer was placed to control 
from 150 ft. to 200 ft. of paving and the material re- 
quired was hauled in behind it. All sand was screened 
to remove foreign matter. Ordinarily, eight men were 
required to supply the mixer with material, two men to 
operate the mixer and six men to handle the concrete 
from mixer to grade, while three men tamped and raked 


it to grade, smoothing it first with long-handled spades 


and finishing with a long-handled wood float. There 
were usually about twenty-six men in the gang, the 
surplus being disposed as required. All were paid 
at the rate of $1.25 a day of ten hours. 

The total actual area paved amounted to 11,957.8 sq. 
yd., having a cross section as shown in the sketch in 
the first article, being 8 in. on the sides and 11 in. thick 
from the bottom of the tie to the top of the rail in the 


track. In order to reduce our cost data to surface 

S775 Dbleor cement at 1.685 £.0.0) MACON... «sists arelseis se = $0.42 
or 0.42 bbl. per yd. 

Hauling from car to job at 8 cents per barrel in cloth sacks, 

UD ACONUP ACES cate ete ata ete eater etenporccene ey tien eitoae atoe eh oh afte ante 0.02 
1500 yd. of sand delivered on the job at 70 cents.......... 0.07 
8500 tons crushed granite, f.o.b. Macon, or 0.23 tons per sur- 

PACGEVALG AAG eo loo POL, LOM acre cael le (A glels njeisisneteWisions alle) es lotata 0.42 
Hauling 5 mile from car to job at 40 cents............. 0.09 
Material for 7500 ft. of expansion joint................... 0.02 
Miscellaneous material, lumber, gasoline for mixer, etc.... 0.01 

Giving a total of $16,028.77, or per square yard of....... $1.05 
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yard measurement we will change the extra 3 in. in 
the track to surface yards, which gives us a total of 
15,306 sq. yd. The material for this cost appears at the 
bottom of the preceding column. 

Reducing the foregoing figures to cubic yard costs 
we have 3400 yd. of concrete at $4.71 for material. 

The labor to handle, mix and place this material cost 
in detail per surface yard as follows: 


Superimtendence (no engineering)” so «2.). + ale fesse ecm as $0.026 
POR SOLIN yt SAIC At ext ats, dratayeraie do vinee ithe oe arene Oa a 0.006 
EDD TIS LOM NF OLNES, tycheys, ae vcleadapa dee @ cucte etal eres A Tce Tete, ae hor arae 0.002 
HUET OME CAINE fo) ceo dicta tart jars kocne aera Rae Orel ee ee ee 0.25 
Wording and charging /mMKeT se a as Oxicusie’ oe ae each 0.017 
ONCE MUN EMINEI” lame aicic oiare ores eye Eadie ree Re ee 0.009 
UTA CMP CORGEELE., tea! gas teve: sins te ereioke ala tke Lio cor en ee 0.025 
IMIS Tes ANG CSUTLACINS. 30s hera ete ae hailey ae cE 0.013 
Miscellaneous labor, moving mixer, etc..............++-- 0.023 

Making a total of $2259.65 or per sq. yd.............. $0.346 


Reducing the foregoing figures to a cu. yd. basis we 
have 66 1/3 cents for labor. These figures give us a 
total cost of $5.37 per cu. yd. of concrete or $1.396 per 
surface yard in place. 

The cost of this work was divided among the prop- 
erty holders, city and railway company as follows: 


Macon Railway & Light Company, all inside of tracks 


and 1 ft. on the outside, or 4081.3 sq. yd., at $1.396.. $5,694.49 
Macon Railway & Light Company, 28 per cent. ex- 
COSSRCOMECLELOGIIDGADO VO. oles ssile.« o.sie evoke Se etele eue ale Mieons 1,595.30 
City one-third of remainder, or 2625.5 yd............. 3,665.21 
Property holders two-thirds of remainder, or 5251 yd.. 7,330.42 
OPE O i asd iy G4. OF KA VINE nt sj. saeieitie tiation on eee oe $18,288.42 
ToTaL Cost ror Macon Raitway & LicgHT COMPANY 
Gs eee MeViCUen ENVIR yo cc ul hn, ale xi alos, os. otat eu allt d- aIBED shane mee eRUl ooaebe $7,292.79 
Labor and material for 4290 ft. of track............ 4,945.66 
Total, 4290 ft. of track at $2.85 per lin. ft........ $12,238.45 


The city engineer, Col. J. J. Gilliard, prepared the 
specifications for the paving while his office performed 
all engineering work required, and during construction 
the work was subject to his constant personal super- 
vision. Dr. W. G. Lee, chairman of the aldermanic 
street committee, through his influence and energy 
made the job possible and also gave the work consider- 
able detail attention. The writer as engineer of way 
for the railway gave personal supervision to the latter’s 
part of the work and also kept detailed cost records. 
for the job as a whole. 


Standard Five-Light Series Cluster for 
D.C. Test Voltages 
BY R. H. PARSONS, ELECTRICAL FOREMAN 


A very convenient means for voltage tests is afforded 
by using a five-light cluster of the type found in most 
shops and carhouses where 550 volts d.c. is the standard. 


T. or G T, 


va 


Switch C 


From A to B with Switch Closed 110 Volts 
” ” ” ” Open 550 Volts 
AB 


Test Ends 
Elestric Ry.Journal 


WIRING FOR TEST WITH FIVE-LIGHT SERIES CLUSTER 


The accompanying sketch shows how either 110 or 550 
volts can be obtained by the use of such a cluster. 
Glancing at the sketch it will be seen that when the 
switch C is open there is no circuit for current, but that 
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the difference of potential of 550 volts between B and A 
ig available. Should this voltage break down the 
insulation under test, the circuit thereby created will 
cause the lighting of the lamps, allowing to pass through 
the break only as much current as would pass through 
the five lamps, namely, a little less than 44 amp. At the 
same time the voltage across B and A would be reduced 
to zero. 

When switch C is closed a complete circuit is formed 
through the five lamps lighting all at the same time and 
giving a drop of 110 volts across A and B; or, to be 
more exact, the difference of potential would be ap- 
proximately 100 volts, depending on the line voltage 
and the resistance of the lamps. 

When using the test wires A and B with the switch 
closed the five lamps are lighted, and we have 110 volts 
for testing. Then in case of a breakdown of the insu- 
lation, or of placing the ends of these wires across a 
closed circuit, the lamp nearest the switch C will go 
out. Thus we would get through AB that current 
which would pass through four lamps in series, or a 
little more than % amp. A single-blade snap switch 
is used. 

This plan is convenient for testing circuits at the 
bench, as on controller work, testing coils and commu- 
tators, etc. By using long leads it is also made avail- 
able for pit work. To adapt a regular cluster for these 
purposes, remove one of the lamps and replace it with 
a plug and twin wire cord. Then run the cord to a 
suitable place over the bench or on the wall where the 
switch, another lamp, and the test leads can be in- 
stalled. A convenient method would be to extend a 
bracket from the ceiling or wall adjacent to the bench 
and install the switch lamp and leads directly over the 
bench at a place easily reached by the workman. 


Eliminating Crossed Grounding Currents 


in a Motor-Generator Set 


G. KOPPEL, ELECTRICAL SUPERINTENDENT OF 
BRIDGES, SAULT STE. MARIE, ONT. 


The following incident, which occurred during the 
equipment of a substation at Chambly Basin, Que., for 
the Montreal & Southern Counties Railway, may be of 
special interest to those who are connected with such 
installations. This station was designed to run in par- 
allel with another substation at Ste. Lambert, about 
12 miles distant. Energy is received at 25,000 volts 
three phase, sixty cycles, and transformed through one 
set of three 185-kva single-phase oil-insulated, self- 
cooled transformers, with 2300-volt delta-connected 
secondaries. At the latter voltage energy is delivered 
to a 600-hp polyphase slip-ring induction motor with 
stationary primary and revolving secondary, while the 
d.c. end of the set is a 400-kw commutating-pole, com- 
pound wound 600-volt generator. 

When everything had been completed to the point 
of cutting in the current and starting up the machine, 
a ground wire was connected to the motor-generator 
frame as a precaution against possible danger, par- 
ticularly when starting the machine for the first time. 
As soon as the oil switch was operated to cut the current 
in the motor a strong flash was visible between the 
grids in one of the three groups of starting resistance 
mounted over the starting panel. The oil switch was 
opened immediately thereafter, but the appearance of 
the resistance grids failed to indicate that anything 
was wrong. The manufacturer’s representative -then 
asked us to remove the ground wire from the motor-gen- 
erator frame. The current was then cut in again, and 
the motor-generator ran all right. 

Following a satisfactory test run the motor-generator 
was placed in regular service, but after operating for 
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two weeks the bearings started to run hot. On start- 


ing up the machine one dark morning a long spark was! 


seen to follow the oil rings in the bearings, and when 
the end cups were removed from the bearing ends a 
spark was visible around the armature shaft in the 
bearing ends. The machine was then shut down and 
the bearings taken apart. It was found that the shaft 
had been badly roughened while big holes had been 
burned in the bearing babbitt. A careful investigation 
disclosed that a ground in one of the resistance grids, 
namely, at X in the accompanying diagram, was re- 
sponsible for the burns in the shaft and bearing. 

The trouble arose as follows: On starting up the 
machine a certain amount of current would flow to 


Incoming Line 25,000 Volts 
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Starting Resistance and Switches 
Blectric Py.Journal 


DIAGRAM OF MOTOR-GENERATOR SET, SHOWING LOCATION 
OF GROUNDING POINT IN STARTING RESISTANCE 


ground from the motor armature, which was star-wound 
with grounded neutral, and, since the resistance also 
was grounded, currents of different character and phase 
were set up in opposite directions. The discharge be- 
tween these two currents was through the oil film in 
the bearings. Not only did this arc break down the oil 
film, but it also burned the bearing and armature shaft 
enough to cause hot bearings. 

To correct the trouble the bearings were scraped, the 
shaft was polished with carborundum, the oil was re- 
placed with fresh liquid, the ground was removed from 
the resistance and the motor-generator frame was 
earthed with a good grounding wire. Finally, we 
placed in the rotor a grounding brush in a medium- 
sized brush-holder. This holder was so mounted on 
the motor-generator frame that the carbon brush could 
make a sliding contact with the rotating armature 
shaft. 
erator has run without any arcing or hot bearings. 


British Ideas on Cab Signals 


The British Board of Trade report upon accidents on 
railways in the United Kingdom during 1913 draws spe- 
cial attention to the use of electricity in preference to 
gas in railway carriages, and also to the necessity of 
adopting means to safeguard against mistakes by sig- 
nalmen and locomotive engineers. Regarding the latter, 
a memorandum was prepared towards the end of last 
year by the inspecting officers and submitted to the 
various railway companies urging them to extend the 
use of electric track circuits in connection with the 
control of signals, and to carry out combined experi- 
ments with different systems of cab signaling and 
automatic control with the object of supplementing the 
present system of semaphore signaling. 


Since these changes were made the motor-gen-. 
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A Complete Progress Profile Used by an 


lowa Interurban 


The Waterloo, Cedar Falls & Northern Railway, 
Waterloo, Iowa, is just completing a 60-mile extension 
to its lines between Waterloo and Cedar Rapids. In 
connection with this construction work a complete 
progress profile was desirable to give the management a 
diagrammatic record of the work done each week. To 
meet this requirement a complete form of progress pro- 
file has been devised by T. E. Rust, chief engineer of 
this road. ' 

This profile is shown in the accompanying illustra- 
tion, and is standard correspondence paper size. In it 
the entire road is covered by a series of sheets, each 
including about 6 miles of line. It will be observed that 
besides containing the usual profile and grade line with 
a color key for each month’s grading, space is provided 
for actual pay quantities per week, per month and the 
total. In addition to the concrete openings there are in- 
cluded timber bridges, track laying, ballast overhead 
lines and an alignment map. Each of these designa- 
tions is colored by the different resident engineers, in 
accordance with the progress made on the division in 
their charge and sent to the chief engineer’s office regu- 
larly each week. 

The record sheet is about 9 3-4 in. wide by 8% in. 
high, with a l-in. margin at the left for convenience 
in binding. 
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An Effective Fire-Bucket Rack at 
East St. Louis 


An inexpensive and convenient fire-bucket rack has 
been designed and built by the mechanical department 
of the East St. Louis & Suburban Railway. It has been 
standard practice for this company to provide wooden 
shelves for this purpose throughout its shops and car- 


houses. In many instances the location of these shelves 
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EAST ST. LOUIS FIRE-BUCKET RACK 


was such as to form a convenient shopmen’s catch-all. 
In order to make it impossible to utilize these racks for 
storage shelves, the strap-iron racks shown in the accom- 
panying illustrations were made for two 14-qt. buckets, 
at a cost of approximately 76 cents each. They are 
made of forged strap iron riveted together. 
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Welding Plant of Omaha Street Railway 


The car shops of the Omaha & Council Bluffs Street 
Railway, which care for the maintenance on 420 cars 
and which have built twenty-five double-truck cars dur- 
ing the present year, are obtaining excellent results 
from the use of an oxy-acetylene welding plant. This 
has been operated about a year. T. J. Woods, master 
mechanic, points out that so many new uses for the 
welding outfit have been found that it is kept in opera- 
tion nearly all the time. 

This plant is of the generator type and was manu- 
factured and installed by the Economy Welding Ma- 
chine Company, Kansas City, Mo. It consists of two 
oxygen retorts and an automatic acetylene generator, 
together with scrubbing and storage tanks, regulators, 
piping and blowpipes. The generating plant is installed 
in a sheet-steel building 7 ft. x 10 ft. in plan located 
just outside the erecting shops. The exterior of the 
building has been sheathed with wood, and electric 
heaters have been installed to provide against freezing. 

From the generating apparatus oxygen and acetylene 
pipes lead to the wheel shop and to the machine shop, 
where provision is made for attaching cutting or weld- 
ing blowpipes. A special welding table is used in the 
machine shop. This has a brick floor and on it are built 
brick ovens for use when preheating is necessary to 
protect against cracks from uneven temperature. 

The first welding done was on pieces taken from the 
scrap heap. Fifty malleable-iron gear cases were re- 
claimed at small cost. They were patched or the cracks 
were filled in and the cases were made serviceable by 
using Tobin bronze as a welding material. This alloy 
is readily handled in the oxy-acetylene flame and it 
unites firmly to malleable iron parts. Tobin bronze is 
put to a great many uses on malleable iron parts where 
straight welding would be more difficult. For example, 
it is used to build up wearing surfaces in such maile- 
able iron castings as brake-hanger brackets. 

In addition to the kind of work just mentioned this 
oxy-acetylene blowpipe is used for many construction 


and repair purposes in this shop, and when fed from . 


portable cylinders has been used for heavy machine 
repairs at the power station. 
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The oxy-acetylene welding is done by a blacksmith 


who became proficient after short instruction and! 


practice. 


Performances of Portable Rail Grinder 


The accompanying halftone shows the standard form 
of portable electric rail grinder built by E. P. Seymour, 
Waltham, Mass. Several of these machines are now in 
use on a prominent electric railway of New England. 
This grinder can be operated on switches, mates, frogs, 
curves or tangent track, and, in general, is adjustable 
to all conditions of grinding. It is driven through a 
silent chain by means of a 3-hp, 550-volt d. c. motor, 


PORTABLE RAIL GRINDER WITH SILENT CHAIN DRIVE . 


geared for 2500 r.p.m. The maker states that with 
this grinder joint-depressions averaging 3/16 in. in 
depth were removed in twenty minutes by grinding 24 
in. on each side of joint. Again in repairing battered 
joints with an electric arc welder, where forty-eight 
joints with an average depression of 14 in. were built 
up with the electric welder for 12 in. in length and 4% 
in. above the true surface of rail, the average grinding 
cost per joint was only 37 cents with this machine, as 
against 70 cents for two other grinders. One of these 
machines also ground a manganese centered frog after 
the battered depression had been built up with the 


ACETYLENE GENERATOR, OXYGEN RETORTS AND ACCESSORIES USED BY OMAHA & COUNCIL BLUFFS RAILWAY 
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electric arc welder. The surplus steel, which was 12 in. 
in length and 3/16 in. above the true surface of the 
rail, was removed in fifteen minutes, leaving the frog 
practically as good as new. Rail corrugations have also 
been removed by this grinder at an average cost of 20 
cents per lineal foot for corrugations of 1/16 in. 

While the weight of this machine is 800 lb., its con- 
struction is such that it can be quickly and easily re- 
moved from place to place on the rail. The total time 
required for moving the machine on and off track is 
about one minute, and it has therefore been found en- 
tirely practicable to use it in locations where cars pass 
every ten minutes. 


American Railways All-Steel Track 
on Concrete 


A recent development in permanent track construc- 
tion is that employed by the American Railways Com- 
pany. Essentially this construction includes 100-lb. 


VIEW OF WELDED JOINT AND STEEL TIE CONSTRUCTION 


A.R.A. standard T-rail in 60-ft. lengths, mounted on 
Carnegie steel ties, to which it is fastened by brace 
slips. The joints are supported on International steel 
ties. This track structure in turn is supported on a 


SIDE VIEW OF WELDED JOINT AND STEEL TIE CONSTRUCTION 


concrete foundation, the concrete being carried con- 
tinuous from the bottom of a prepared trench to the 
- gand cushion under the granite block pavement. The 
granite block, however, is used only in the track allow- 
ance, that adjoining it being sheet asphaltum. — 

In an endeavor to obtain a construction which would 
give maximum service, it was believed that not only a 
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permanent type of foundation and track should be em- 
ployed but also that joints should be eliminated as far 
as possible. To this end this company adopted Indian- 
apolis “Simplex” welded joints, which also serve as 
bonds while providing greater strength and conductivity 
than do bonds with mechanical joints. As shown in an 
accompanying illustration, the base of the rail is also 
welded to the bearing plate of the International tie, 
while the joint is welded to the base and web of the 
rail. This welding was done by the metal electrode 
process with current from the trolley line. Only one 
man was required to operate the welder. The energy 
consumed for welding on the two joint plates, welding 
the bases of the rails on each side of the tie bearing 
plate and for welding the tie members cost approxi- 
mately 40 cents per joint. This cost, including the 
cost of the joint plate, is, therefore, less than bolted and 
bonded joints. In other words, a permanent construc- 
tion was obtained at a low initial cost. 


- Non-Corrosive Heater Wire 


The Consolidated Car-Heating Company announces 
that it has developed and adopted as standard a non- 
corrosive heater wire for the resistance coils on all of 
its electric heaters. The trade name given to this new 
wire is “Nokoro.” The development of this wire marks 
an important advance in electric heater practice inas- 
much as its use will prolong the life of the heater un- 
der normal conditions of service almost indefinitely. 

When electric car heating came into general use sev- 
eral years ago the so-called alloy resistance wires then 
available were hardly suited for heater resistance coils 
because they were of nickel-steel composition, which 
rendered them particularly susceptible to corrosion, or 
else of such high resistance that it was necessary to 
use a wire of such large cross-section that the best con- 
struction of coil for effective radiation could not be 
employed. For many years a special grade of galvan- 
ized iron wire was used for thé heater coils with very 
satisfactory results. In fact there are many heater 


equipments which have been in continuous service for 


from ten to fifteen years and which are still equipped 
with the original coils. Tests of some of these equip- 
ments have shown that the original characteristics of 
the coil have in no way altered during this time. The 
iron coils depended, of course, on the quality of the iron 
for accuracy of resistance, and on the galvanized coat- 
ing to prevent corrosion. Under certain conditions 
where the galvanized coating was scraped or flaked off 
in the coil winding machines, where the coils were run 
at too high a temperature or where the climate was 
exceedingly moist, the iron coils would show tendencies 
toward corrosion. It is to overcome troubles arising 
from these conditions that the ‘“Nokoro” wire is to be 
used. 

The development of low-resistance wires, partic- 
ularly those of the copper-nickel group, has shown won- 
derful progress in the past few years. In determin- 
ing the alloy best adapted for use in heater coils ex- 
tensive tests have been made by the company with 
heaters for 600-volt and for 1200 and 1800-volt serv- 
ice. The following characteristics were kept in view 
in determining the best alloy obtainable: 

A wire of relatively low resistance, thereby permit- 
ting a considerable length of wire to be used, in gages 
of from Nos. 16 to 20, with which the best conditions 
for radiation of the heat, ventilation of the supporting 
spindle and low temperature of the coil can be obtained. 

A wire of high melting point so that the coil will not 
be destroyed in case of accidental overloading. 

A uniform resistance and heat coefficient so that the 
coils will be entirely accurate. 
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Genuinely non-corrosive qualities. 

The new wire is said to combine all of these desirable 
characteristics, and in addition it is of such a composi- 
tion that it can be used in coils which are for repairs 
in series with iron resistance coils in all heaters with- 
out affecting the heating capacity for which the equip- 
ments were originally planned. It also is a wire which 
in the spool form is of dead soft temper but which is 
brought to a marked spring temper in going through 
the coil forming process. The result is that the coil 
binds firmly to the porcelain supporting spindle, render- 
ing the coil free from vibration and from sagging. 
The forming of the coils is accomplished on ingenious 
coil-winding machines and the predetermined resistance 
of the coils is accurately measured and the coil auto- 
matically cut off by special magnetic relay cut-off ma- 
chines which the company has developed. 


New Trailer Connector 


A 75-amp trailer connector as shown in the accom- 
panying illustration has just been placed on the market 
by the Electric Service Supplies Company. Its design 
is identical to that of the standard 10-amp type origin- 
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TRAIL CONNECTOR 


ated by this company about five years ago. The new 
type has been brought out to meet the demand for a 
connector with sufficient capacity to supply current for 
both lights and heaters in the trailer. 

All the safety features of the 10-amp connector are 
also embodied in the one of greater 
capacity. When the connectors are 
not in use the exposed metal parts 
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Emergency Valve for Straight Air-Brake, 
Equipments , 

A new emergency valve, designated type E form J, 
has recently been developed by the General Electric Com- 
pany. This valve can be furnished with all new straight 
air-brake equipments or added to existing equipments. 
The use of the device not only increases greatly the 
safety factor of the straight air brake on city cars, but 
also provides a means for operating safely two-car 
trains during rush hours. 

Brakes can be applied more quickly when the motor- 


FIG. 1—EMERGENCY VALVE 


man’s valve handle is placed in the emergency position, 
for the emergency valve then operates and admits main 
reservoir air direct to the brake cylinder without pass- 
ing through the motorman’s valve. An emergency ap- 
plication of the brakes can also be made by the conduc- 


are automatically disconnected, thus 
absolutely eliminating possible dan- 
ger of shock to employees and pas- 
sengers. The shells are of hard 
maple thoroughly impregnated with 
insulating material and waterproofed 
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to avoid the breakage which often 
occurs when hard rubber composi- 
tions are used. The connecting 
tongues are of heavy brass equipped 
with phosphor-bronze _ retaining 
‘springs. Sockets for holding the con- 
nectors when they are not in service 
are of either the same material as 
the shells of the connectors or of 
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cast iron, black enameled. In the 
cast-iron socket no further insula- 
tion is necessary owing to the auto- FIG. 


matic disconnecting feature of all 

exposed parts in this type of trailer connector. In 
general, the development of this fitting is another proof 
of the increased attention which is now being given 
toward making trail car equipment modern in every 
particular. 


Germiston (Transvaal), South Africa, has recently 
inaugurated a railless traction system. The Cedes-Stoll 
system is used, the special feature being a flexible trol- 
ley which is kept automatically taut. The power is de- 
livered from a substation containing two Peebles motor- 
converters, the a.c. supply being furnished by the 
Victoria Falls & Transvaal Power Company. 
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2—DIAGRAM OF EMERGENCY VALVE IN NORMAL POSITION 


tor from the rear platform, or from any part of the car 
or train, by opening the conductor’s valve, which vents 
the emergency line pressure to the atmosphere. An 
automatic application of the brakes is thus made should 
a rupture occur in any part of the emergency line. This 
assures maximum braking power if the pipe connections 
at the ends of the car are accidently broken. Like- 
wise the brakes are automatically applied in the event 
of cars pulling apart while operating in trains. 

The emergency valve is of the pipeless type and of very | 
simple construction. The working parts consist of a 
piston, slide valve and compression spring. Pipe con- 
nections to the main reservoir, emergency line, train 
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line and brake cylinder enter the bracket or head to. 


which the valve body is bolted. ; : 

Figs. 2 and 8 are diagrams, not actual sections, indi- 
cating the operation. In the normal position of the 
emergency valve, Fig. 2, the train line and brake cylin- 
der are connected through the slide valve cavity. The 
main reservoir and emergency line are connected 
through the restricted port B drilled in the slide valve 
seat. ‘When a service application of the brakes is made 
air flows from the main reservoir to the valve chamber 
through port B to the emergency line, thence through 
the motorman’s valve, the train line, slide valve eavity 


-and brake cylinder port to the brake cylinder. 


When the brakes are set through an emergency ap- 
plication in any of the several ways described, pressure 
in the emergency line is suddenly reduced, unbalancing 
the pressure on the emergency valve piston, which 
causes it to move, as shown in Fig. 3, to the emergency 
position. Communication between the train line and 
brake cylinder is then cut off and established between 
the main reservoir and brake cylinder. 

After an emergency application has been made, the 
brakes may be released by closing the opening in the 
emergency line. Main reservoir air will then flow to the 
emergency line through the restricted port A drilled in 
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connector, the fitting is reduced’in size and material. 
There. is also a reduction of about 20 per cent in cost 
to users as compared with the cost of the connector and 
cover heretofore supplied for small sizes of wire. With 
these connectors various size bushings are provided, 


MOLDED INSULATION COVER FOR CONNECTOR 


the outside diameters of which fit the connector while 
the inside diameters correspond to the size of wire 
that it is desired to connect. 


A Full Day’s Work for Extra Men 


The Portland (Ore.) Railway, Light & Power Com- 
pany, of which F. W. Hild is general manager and Fred 
Cooper is superintendent of transportation, has found it 
practicable to employ nearly all the extra platform men 
for a full day by assigning them to other work between 
rush-hour periods. Before the plan 
was tried out some doubt was felt as 
to how the proposition would appeal 
to the men, but it has been found 
that the extra runs are now not in- 
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frequently chosen by regular men. 
In other words, a day made up of 
platform service during rush-hour 
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FIG. 3—DIAGRAM OF EMERGENCY VALVE IN EMERGENCY POSITION 


the piston, charging the latter to the main reservoir 
pressure and allowing the compression spring to re- 
turn the piston and slide valve to normal position. 
Brake cylinder air can then be exhausted by placing the 
motorman’s valve handle in the release position. 


Molded Insulation Cover for Connectors 


There has been a great demand for a connector with 
an insulated cover for use without solder for the small 
sizes of wires. Heretofore this demand has been largely 
met by the Special No. 1 connector of Dossert & Com- 
pany, New York, but as this connector was designed to 
take all sizes of wires and cable from No. 1 to No. 14, 
the range was believed to be wider than necessary. The 
manufacturers now announce the production of a molded 
insulation cover for use on the regular No. 4 connector. 
This connector will take all sizes of wire from No. 4 to 
No. 14, Many thousands are in use for transformers, 
motors, meters, sectionalizing cases for signal appa- 
ratus and other connections where it is desired to use 
a connector without solder, one that may be discon- 
nected when desired but which when in place provides a 


joint of high conductivity, speed and safety. 


By making the insulating cover for the regular No. 4 
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periods and manual labor in between 
is preferred by some of the regular 
platform men. The lower wage rate 
paid for the hours devoted to man- 
ual labor seems to be compensated 
for by the advantages of leaving eve- 
nings free. Between rush hours the 
company is now assigning about 
fifty-five platform men to regular 
duties in washing or sweeping cars, 
doing other light work in the car- 
houses, or delivering bills for the 
lighting department. The company 
now delivers all bills by messenger at 
a saving of 50 per cent of the mailing 
cost, besides gaining the advantage of including as much 
advertising literature with the bill as may be desired. 

Steady employment for the extra list is particularly 
desirable on this company’s system, because the traffic 
in Portland has two daily peak loads, morning and 
evening, which are usually high and sharp for the 
amount of traffic carried during the middle of the day. 
Thus it has formerly been necessary to maintain a large 
extra list, and some of these men were needed only for 
very short periods twice a day. Their earnings did not 
amount to a living wage and they had to find means of 
supplementing the income from this source or seek other 
employment. Wages paid platform men vary from 25 
cents to 31 cents per hour, according to length of serv- 
ice. Extra men are taken on at the lower rate and are 
employed with the understanding that whenever not 
needed on the platform they will be assigned to duties in 
the depots or distributing bills at the rate of 2214 cents 
per hour. Thus they regularly put in a full day and 
have their evenings free. 
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The Brockton & Plymouth Railway and the Bay State 
Street Railway recently carried two carloads of live 
cattle. This is the first shipment of live cattle over 
these roads. 
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WORKING OUT KANSAS CITY DETAILS 


A Résumé Is Presented of the Steps Being Taken Toward 
Complying with the New Kansas City Franchise 


The many bodies which through court action or by munici- 
pal enactment have been made parties to the reorganization 
of the street railway in Kansas City are working out the 
many problems that confront the company, the city, the 
court and the new company. Under the terms of the fran- 
chise the Kansas City Railways, the successor company to 
the Metropolitan Street Railway, can have no ownership 
or control of the street railway system until the terms of 
the contract as to mortgages are complied with. These 
terms prescribe that all the many mortgages shall be liqui- 
dated and the property turned over unincumbered except for 
one new instrument, approved by the city. When the new 
company finally does take charge, the contract will be as 
of date of July 7, 1914. This made it expedient, therefore, 
that the books from July 7, 1914, should be possible of con- 
tinuance without interruption after the new company was 
finally given formal ownership. This consideration is one 
of many which brought about the following apparently 
rather involved, but in fact very simple, inter-relation be- 
tween the old and the new companies, the city and the court 
officers. 

The court is the head of the street railway organization 
in Kansas City. Acting under the orders of the court are 
Robert J. Dunham and Ford F. Harvey, receivers of the 
Metropolitan Street Railway, who from the beginning have 
operated the street railway system through the officers 
who had previously been in charge of the Metropolitan 
Street Railway, including John M. Egan, president, and 
James E. Gibson, general superintendent. When the new 
franchise was granted by the people of Kansas City there 
could be no immediate assumption of authority by persons 
and officials mentioned in the franchise as being the man- 
agers and operators of the system under this instrument. 
All concerned felt it advisable, however, that the persons 
and officials mentioned in the franchise should at once get 
in touch with the work that was finally to devolve upon 
them. The matter of a uniform set of books from the 
nominal beginning of the contract on July 7 also entered 
into the consideration. Therefore, when the Kansas City 
Railways, the recipient of the franchise, held its first elec- 
tion, it named as officers the two men who were operating 
the Metropolitan Street Railway as receivers and who 
would continue to operate it as receivers, regardless of the 
officials nominally at the head of the company. ‘Robert J. 
Dunham was elected president of the Kansas City Railways, 
Ford F. Harvey was elected vice-president of the company; 
E. E. Ball, connected with the office of Frank Hagerman, 
was elected secretary and treasurer, and Mr, Hagerman 
and Clyde Taylor, attorneys for the receivers and for the 
Metropolitan Street Railway, were elected to the board of 
directors. 

The officers of the Kansas City Railways, being the re- 
ceivers of the Metropolitan Street Railway, naturally would 
be best able to work out harmoniously the problems of both 
companies. The most delicate situation that would have 
confronted separate groups of officers was in respect to the 
board of control, which the franchise declared should have 
large authority over the operation of the system after the 
contract became finally effective. In order that the fran- 
chise requirements might be met most expeditiously P. J. 
Kealy was named a member of the board of control for the 
company, and R. P. Woods was named for the city, and 
they were “put to work” at once for the receivers, investi- 
gating and solving the problems that would later confront 
a board of control and informally, but none the less ef- 
fectively, assisting the receivers in installing the methods 
and ways which they at a later date will use officially. The 
board of control has its reason for temporarily acting at 
this particular stage, through assignment to specific duties 
under the receivers. The board of control as an agent 
of the receivers, is going right ahead with the work that 
the franchise imposes on it, such as arranging car rout- 


ings, overseeing the character of the equipment, etc., and 
is also completing its reinventories as the basis of adjust- 
ing the differences in the Arnold-Ash estimates, for use in 
connection with future capital charges. 

The rearrangement of the financing of the lines in Kan- 
sas City under the title of the Kansas City Railways must 
be completed by February unless there is reasonable ex- 
cuse for delay on the part of the company. The many 
merely technical details of the franchise are gradually 
being complied with, and the operation of the system is 
proceeding very much as though the affairs had already 
been straightened out. 


BOYLSTON STREET SUBWAY OPENED AT BOSTON 


Tunnel Contains 3 Miles of Single Track and Was Built in 
About Two Years—Cost $4,500,000 


The Boylston Street subway was opened for traffic by the 
Boston Elevated Railway on Oct. 3. On the preceding day 
about 300 invited guests made the trip from Kenmore Street 
to Park Street by special cars, the party including members 
of the Boston Transit Commission, various state officials, 


-municipal department heads, and officers of the company 


headed by President Bancroft. The general relation of the 
subway to the Boston surface line and rapid transit system 
has already been outlined in these columns. The subway 
has been built in about two and one-half years by the Bos- 
ton Transit Commission and its contractors. It is a double- 
tracked tunnel throughout and contains 15,870 ft. of single 
track. The total cost, Including property taken for con- 
struction, was about $4,500,000. 

The subway differs from the Tremont Street tube in many 
particulars, the most important being the operation of a 
single type of cars on its tracks. Only the company’s latest 
type of semi-convertible steel car with four-motor equip- 
ments geared for a maximum speed of approximately 35 
m.p.h. is used, and from the junction with the Public Garden 
incline tracks beneath Charles Street to the westerly end: of 
the subway at the Kenmore Street incline, the movement of 
all cars is governed by automatic block signals, forty-three 
blocks of the Union Switch & Signal Company’s make being 
installed. The signals are placed to permit the operation 
of cars on a minimum headway of thirty seconds. At the 
stations at Copley Square and at Massachusetts Avenue 
two berths are provided on each track. The platforms are 


each 350 ft. long, and as only two cars are permitted to | 


occupy an inbound or outbound_track at a station at any one 
time, ample track space is available to permit quick accel- 
eration and deceleration. It is planned to operate trailers 
when the growth of traffic necessitates it. The block signals 
are of the three bull’s-eye type, giving a yellow distant indi- 
cation in addition to the usual proceed and stop lights. On 
the opening day the normal-hour service was maintained on 
a two-minute interval in each direction and this was in- 
creased to forty-five cars an hour in the rush period. In this 
connection it should be noted that the Park and Boylston 
Street stations are in the Tremont Street subway, a short 
section of which is traversed by Boylston Street subway cars. 
The service during the rush hour period in the new subway is 
maintained on schedule time, with little or no reduction in 
speed. The subway saves about seven minutes in normal 
hours to through passengers and from ten to twelve minutes 
in rush hours. 

In addition to the service changes previously mentioned 
in relation to the new subway, the company has scheduled 
all Harvard Square-Viaduct cars formerly running through 
the Tremont Street subway to Pleasant Street to a new 
terminus at Copley Square, where a loop has been provided. 
This arrangement contributes to frequent service over the 
surface to and from the downtown district. The Newton 
Highlands line of the Middlesex & Boston Street Railway 
will hereafter terminate at Lake Street, there connecting 
with inbound cars, and the Auburndale-Park Street service 
has been transferred to Beacon Street, relieving outer Com- 
monwealth Avenue of comparatively small and slow rolling 
stock units. 
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The track is of 85-lb. A.S.C.E. 5-section laid in broken 
stone ballast. At stations the roadbed is grouted with con- 
crete poured flush with the tops of the ties, platforms and 
roadbed being drained to enable the entire station to be 
washed down with hose. The platform edges are flush with 
the top of the rail, and a ramp 16 in. wide, of carborundum 
to prevent slipping, borders the rail. A light-colored safety 
strip 6 in. wide is also provided. The maximum grade is on 
the Kenmore Street incline, 5 per cent, and 32 per cent of 
the trackage is curved, the radii varying from 400 to 5000 
ft., the total deflection being 152 degrees. The maximum 
depth below the surface is 39 ft. As in other lately built 
subways at Boston fireproof material has been used through- 
out, and wooden slabs have been provided on top of concrete 
seats at stations. Seventy per cent of the subway volume 
lies below ground water level. The interior lighting is by 
23-watt tungsten lamps wired in series circuits of ten each. 
Motor-driven International fare boxes are used at stations. 


TRANSIT CONSTRUCTION PROGRESS IN NEW YORK 


Some 17,000 Men Engaged in Construction—Fifty-nine 
Contract Sections Let, Aggregating $140,516,385 


According to the progress reports for September made by 
the division engineers to Alfred Craven, chief engineer of 
the Public Service Commission for the First District of New 
York, there are now about 17,000 men engaged in construc- 
tion work on the dual system subway and elevated railroad 
contracts. Of this total about 14,000 are employed by con- 
tractors building the lines to be owned by the city and 
about 38000 by contractors building the elevated extensions 
and additions to be owned by the companies. The dual sys- 
tem is divided by the commission into eighty-three contract 
sections. Contracts have been awarded for fifty-nine of 
these sections, leaving only twenty-four yet to be made. Of 
those already awarded thirty-one are on lines to be operated 


_ by the Interborough Rapid Transit Company and twenty- 


eight on lines to be operated by the New York Municipal 
Railway Corporation. Of those remaining to be let, eight 
are on Interborough lines and sixteen on New York 
Municipal lines, the latter including six sections of the East- 
ern District route. All told, the city of New York now has 
outstanding contracts for dual system construction on city- 
owned lines aggregating $140,516,385, of which $69,462,918 
is on lines for operation by the Interborough Rapid Transit 
Company and $71,073,466.54 on the New York Municipal 
lines. A portion of the total in each case will be paid for by 
the companies out of the contributions made by them toward 
the construction of city-owned lines, namely, $58,000,000 
by the Interborough and $13,500,000 by the New York 
Municipal. Roughly speaking, the dual system agreements 
call for the construction of about 80 miles of new sub- 
way and elevated roads on city-owned lines, with about 260 
miles of single track. The contracts already let cover about 
50 miles of the total road mileage, so that it may be said 
that about five-eighths of the contracts on city-owned lines 
have been awarded. 

During the week ended Oct. 3 a fire occurred in the under- 
ground portion of the Lenox Avenue division of the existing 
subway near 142nd Street. A work-train, loaded with papers 
and other refuse which were being taken out of the subway, 
was run into by another train and caught fire as a result of 
the collision. The subway for blocks was filled with smoke, 
and the fire department had difficulty in extinguishing the 
fire. Some apprehension was caused by the occurrence, and 
Commissioner Milo R. Maltbie, acting chairman of the Public 
Service Commission for the First District, issued a statement 
calling attention to the fireproof character of the subway 


_and the precautions which the commission has taken to pre- 


vent fires. The theory of the commission is to make the 


_ Subway fireproof and to keep it free of inflammable 
Materials, so that if a fire should start it would have little 
or nothing to feed upon. 


The occurrence in question was 
most unusual, and was really due to the efforts made by the 


company to prevent fire, for the work-train was carting 


away papers and other refuse which, if allowed to remain 
in the subway, would become a fire menace. The commis- 
sion’s engineers are investigating the recent accident, and if 
it is found that anything further is needed as a fire precau- 
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tion to protect the subway travel the commission will take 
prompt action. 

Timothy S. Williams, president of the New York Municipal 
Railway Corporation, has notified the Public Service Com- 
mission for the First District that the entire Liberty Avenue 
extension of the Fulton Street elevated railroad in Brooklyn 
will be completed about the first of next year, after which 
it will require two or three months to finish the stations. 
He, therefore, holds that it would be inadvisable to attempt 
the operation of that portion of the line running as far as 
Ozone Park before the entire line is completed and ready for 
operation. The company had been asked by the commission, 
in response to requests from residents of the Ozone Park 
section, whether that portion of the line could not be placed 
in operation as soon as it is completed. 


LABOR RELATIONS IN LOS ANGELES 


At the recent session of the United States Commission on 
Industrial Relations in Los Angeles, Cal., G. J. Kuhrts, 
chief engineer of the Los Angeles (Cal.) Railway Cor- 
poration, summarized the attitude of the company toward 
labor as follows: 

“As a public service corporation responsible to the public 
for efficient and regular service, we cannot submit to the 
general good feeling and interest of our employees to main- 
tain efficiency and allay strife, and as we cheerfully accord 
the men interviews if they have grievances and uniformly 
give them fair treatment, the best of feeling rules. We 
recognize that the contented man is a business asset. We 
have never had a general strike, we have never called on 
the city authorities for protection, and we have never asked 
for an injunction. We operate as an open shop; I presume 
it would be called such. We do not discriminate against 
union men. In the mechanical departments, in construc- 
tion and repair work, we have many union men. There is 
no organization of our men except a recreation association. 
Officials and men get together in picnic, dances, smokers, 
and sometimes discuss matters of general interest to us. 
We are always ready to consider complaints, to hear any 
employee and make amends if a mistake has been made. 
As responsible heads we have to be the final judges, but 
all the heads of departments have worked up from the 
bottom and are in sympathy with the employees. Since 
1901 our schedule of wages has been raised voluntarily five 
times, without request of the employees. We keep in 
close touch with economic conditions and whenever they 
justify it we raise our standards.” 

At the same hearing A. B. Merrihew, assistant superin- 
tendent, described conditions of hiring and discharging 
trainmen in his department. He said he began as a con- 


ductor. He said the average run was nine and a half to 
ten hours. Certain runs were not operated Sundays, 
but if a man wanted to he could work 365 days 


in the year. Mr. Merrihew described the record kept of 
each man, which he called a “record suspension only,” a 
modification of the Brown system. Violations of rules are 
entered on the record and men are suspended, but there is 
no system of fines. Every man was encouraged to aspire 
to a higher position. Mr. Merrihew stated that he had had 
no experience with strikes except one in 1903 that lasted 
“about fifteen minutes,” a strike of thirteen men. 


NEGOTIATIONS FOR POLE REMOVALS AT SPRING- 
FIELD, MASS. 


The city planning commission of Springfield, Mass., has 
submitted a report to the Board of Aldermen recommending 
that the trolley poles on Main Street between the Union 
Station and State Street be removed and span suspension 
substituted, with wires attached to buildings. The board 
was informed through C. V. Wood, vice-president of the 
Springfield Street Railway, that if the public authorities 0) 
request the company will co-operate by removing the poles 
at its own expense, on condition that the property owners 
whose buildings are to be utilized grant the company per- 
petual right of wire attachment. The company also desires 
that the negotiations with the property owners shall be 
conducted by the city and will require an agreement freeing 
the road from all liabilities in connection with these wire 
attachments. Fifty-eighy, poles are located in the district, 


% 
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which is in the heart of the business section, and the com- 
pany reports that all but nine poles can be removed. Four 
of the latter are located on Court Square, with no available 
buildings for span’ wire attachments in the immediate 
vicinity, while the other five poles are equipped with electric 
switch connections, which may in some cases be changed. 
Royal B. Daggett, chief of the Springfield fire department, 
has informed the planning commission that he sees no ob- 
jection to the installation of span suspension with building 
attachments in the above district, and in response to a 
recent inquiry the New England Insurance Exchange, Bos- 
ton, has informed the board that it will make no objection 
to the change if double strain insulators are inserted in the 
span wires on each side of the trolley wire, one being at a 
point near the trolley and one near the building. The Ex- 
change prefers that, as a rule, span wires shall not be at- 
tached to frame buildings, but will make no objection if 
such attachments are required in a few instances. 


REDRAFTING THE PROPOSED TOLEDO ORDINANCE 


Following a meeting of the franchise committee of the 
City Council in the office of Mayor Keller, at Toledo, Ohio, 
on Oct. 1, the announcement was made that members would 
give all their time to the work until the draft of a franchise 
is completed and ready to present to the Toledo Railways 
& Light Company. Mr. Hasenzahl, Vice-Mayor, said that 
Councilman Dotson was working out the fare clause, while 
City Solicitor Thurstin was engaged on the provision for 
municipal ownership. Mr. Dotson said members had found 
that they could make no headway in the preparation of a 
draft by holding occasional meetings. In the former fran- 
chise draft, Mr. Dotson said, the fare clause was very brief, 
because it provided for flat 3 cents, but now conditions were 
different, as a rate must be fixed until the 3-cent fare is 
tried out, and in addition provision must be made for a re- 
arrangement of the rate every five years. It would seem 
from this that the committee has taken up the suggestion 
made by the Toledo Citizens’ Franchise Committee relating 
to the readjustment of the rate of fare at stated periods 
and that the 8-cent rate is to form a basis upon which to 
make these readjustments. Mr. Dotson said that the clauses 
which had been agreed upon by the committee and the com- 
pany will not be changed and that the only important mat- 
ters remaining relate to the rate of fare and the clause 
providing for municipal ownership. 

On Sept. 30 the Toledo News-Bee published a statement 
to the effect that the contempt cases against its editor and 
business manager had been dismissed by Federal Judge John 
M. Killits. Judge Killits is quoted as saying that the step 
taken by the paper “is a distortion and perversion of an 
act of courtesy accorded counsel in the case.” Instead of 
dismissing the charges the court directed the district attor- 
ney to file papers adding to the charges already made, but 
in no way changing the previous order. 


SURFACE RAILWAY TRAFFIC IN CHICAGO 


Henry A. Blair, chairman of the board of operation of 
the Chicago Surface Lines, controlling all the surface rail- 
roads of Chicago, was quoted recently in part as follows: 

“We feel that the surface lines are doing fine in view of 
general prevailing conditions. Our traffic is running a frac- 
tion of 1 per cent above last year, which showed a normal 
gain. We have been able to reduce operating expenses to a 
point where the charge for the year has been at the rate of 
72.76 per cent. This will enable us to show an increase in 
net earnings over last year. The decrease in traffic is due 
almost wholly to a falling off in the manufacturing districts. 

“The trunk lines of the system continue to show increases. 
The situation is perhaps better in Chicago than some other 
centers from which we have heard. We shall put on the 
entire system about 155 new cais between now and the first 
of the year. And we are keeping up the lines to the maxi- 
mum of efficiency. It will be necessary, however, to watch 
closely all expenditures. 

“What we shall be able to do in the way of extensions 
next year must depend in considerable measure upon money 
market conditions. The companies could not afford to bring 
out bonds in a market like this. The prices they would 
command would be so low as to make the financing appear 
necessitous. Such a condition does not obtain. The neces- 
sary expenditures are well within Ses appropriations for 
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the same and we shall plan with the view of maintaining 


this policy. fl 


“Speaking for the Chicago Railways alone, our sharehold- 
ers have no reason to feel other than comfortable. While 
the fact has never been announced in connection with issues 
of securities, we have a renewal fund of $1,700,000. This is 
cash in bank and is inviolate except for the purposes for 
which it is appropriated. We are able to keep the property 
in the condition it should be.” 


EMPLOYEES AS STOCKHOLDERS 


Outline of Plan Under Which American Cities Company 
Employees Subscribe for Preferred Stock 


The plan of the American Cities Company, New Orleans, 
La., to have the employees of its subsidiary companies be- 
come holders of preferred stock has been carried to a 
conclusion with subscriptions to approximately 1850 shares 
of stock, averaging two shares to each subscriber. The 
subscriptions to the stock were voluntary on the part of 
the employees. Employees receiving a salary of $1,000 
or less were entitled to a maximum of two shares each, 
while employees receiving more than $1,000 were entitled 
to an amount of stock at par value equivalent to 40 per 
cent of the annual salary, this percentage to be adjusted 
to the nearest even $100. The plan provides that on suc- 
cessive pay days at intervals of a month a minimum of 
$2 a share shall be deducted from the salary of the sub- 
scriber. 
lege of increasing his monthly instalments to an amount 
not to exceed 25 per cent of his monthly wages. Divi- 
dends declared on the stock held by subscribers are to be 
credited to the holders of the stock, except that 6 per cent 
a year is to be charged on the unpaid monthly balance of 
the purchase price of the stock. The plan contemplates an 
extension of credit in the case of sickness to employees 
purchasing stock, such employees being excused from not 
more than three successive payments. Where this extension 
is taken advantage of the period of payment is extended 
to make up the deficit. The stock of course remains in the 
hands of the company until fully paid for. Monthly pay- 
ments of $2 a share contemplate the liquidation of the total 
subscription in twenty-six months, payments of $3 a month 
contemplate liquidation in eighteen months, $4 a month 
contemplate liquidation in fourteen months, $5 a month in 
eleven months, and $6 a month in nine months. Subscrip- 
tions are to be cancelled at the request of the subscriber, 
by the subscriber leaving the service, or by failure of the 
subscriber to make payments when due on two successive 
pay days unless excused on account of illness. 

It is planned in the case of subscriptions which are can- 
celled to return to the subscriber the exact amount of the 
payments made on account, with interest at the rate of 4 
per cent a year. Stock fully paid for will be issued in the 
name of the subscriber, without restriction as to its subse- 
quent sale by him. As an inducement to subscribers to 
retain their stock the company has offered on Jan. 1 fol- 
lowing the delivery of the stock to the subscriber and on 
each succeeding Jan. 1 for four years, to pay the holder 
a bonus in the nature of wages for each share up to a 
total of five shares, such payment to be made as follows: 
on the first succeeding Jan. 1, $2 a share, on the second 
succeeding Jan. 1, $3 a share, on the third succeeding 
Jan. 1, $4 a share, and on the fourth succeeding Jan. 1, 
$5 a share. The right is extended to subscribers to desig- 
nate the person or persons to whom, in the event of their 
death, they desire the company to pay all amounts in con- 


nections with subscriptions which otherwise would be pay-- 


able to their estates. In making a settlement in the case 
of death the company will account not only for the pay- 
ments which have been made, including such amounts as 
had been applied from dividends, but also for any increased 
value in the stock at the time of the death of the sub- 
scriber. 

The circular from the American Cities Company contain- 
ing the offer to its employees was dated June 22 and was 
addressed to the officers and employees of the American 
Cities Company and its subsidiary companies. It was 
headed “First Annual Allotment of Stock to Employees,” 
and was signed by J. S. Pevear, vice-president of the com- 


pany. 


The subscriber, on the other hand, has the privi-. 
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SIR ALBERT STANLEY HONORED 


Sir Albert Stanley, managing director of the Underground 
Railways, was presented with a testimonial recently. The 
fund emanated entirely from the staff. It was stipulated 
that no man could contribute a larger sum than 1d. The 
employees of the Metropolitan District Railway, London 
Electric Railway, Central London Railway, City & South 
London Railway, London General Omnibus Company, Asso- 
ciated Equipment Company and the London United Tram- 
ways contributed approximately 20,000d. The presentation 
took the form of a silver tea and coffee service, and a hand- 
some album containing 20,000 signatures of the staff. The 
inscription was as follows: “Sir Albert Stanley. From near- 
ly 20,000 employees of the T. O. T. companies, in apprecia- 
tion of the honor conferred by His Majesty the King—June 
22,1914.” The album has been divided into T. O. T. sections, 
the first section of the book under the letter “T” containing 
the names of the employees on the railways; the second sec- 
tion under “O” the names of the London General Omnibus 
Company and the Associated Equipment Company’s em- 
ployees, and the third section under “T” the signatures of 
the London United Tramways employees. In acknowledg- 
ing the gift Sir Albert stated that he had been much assist- 
ed in his work by the support which he had received from 
the employees and had always striven to do what he could 
for them. His greatest satisfaction in connection with the 
honor recently bestowed upon him had been in the universal 
expression of satisfaction and congratulation on the part of 
the men. 


Washington Valuation Partially Completed.—With the 
valuation of the properties of the Capital Traction Company 
practically completed, the Public Utilities Commission of 
Washington, D. C., awaits information as to the holdings of 
the Washington Railway & Electric Company to enable it 
to begin investigation of the reasonableness of the rates 
maintained by the companies. Headed by Edward W. Bemis, 
Chicago, the investigators have been at work since the mid- 
dle of May. hs 

Maine Accepts Public Utilities Act.—The public utilities 
act, passed by the last Legislature and suspended under the 
referendum act so that the voters might pass upon it, was 
adopted by a vote of nearly two to one at the recent state 
election in Maine, according to a tabulation of unofficial re- 
turns from two-thirds of the State. The tabulation showed 
43,717 in favor and 23,757 opposed to the new law, which 
when it becomes effective following Governor Haines’ procla- 
mation of the result of the vote, will create a commission to 
control all the public utilities of Maine. 


Bus Line Not a Common Carrier.—The Idaho Public 
Utilities Commission has decided that an auto bus line 
does not come under the definition of a common carrier. 
Parties who established an auto bus line in Pocatello ap- 
plied for a certificate of public convenience and necessity 
to operate the line. The commission did not write a formal 
opinion, but gave the applicants to understand that a certi- 
ficate was not necessary. Since then a second application 
for a certificate has come from other parties wishing to 
establish a similar system in the same city. 


New Railway in Pernambuco.—<According to P. Merrill 
Griffith, American Consul at Pernambuco, Brazil, a new 
electric railway and light company was installed in that 
city recently. As the result of the general scheme on the 
part of the present administration of beautifying and 
modernizing the city, numerous blocks of old buildings 
were also being torn down and rebuilt with up-to-date 
structures and new avenues and parks were being laid out. 
On account of the European war, however, construction and 
engineering work has been temporarily suspended. 

Turnstile at Cleveland Union Station.—In order to ac- 
commodate passengers at the Union Station and make it 
possible for cars to leave on schedule time, the Cleveland 
Railway will put in a turnstile in the shelter house that 
has been maintained there for some time. Passengers 
will then pay their fares before boarding the cars. The 
city desired this improvement so that people coming in 
would be able to pay the 3-cent fare and thus give the 


- low-fare idea more publicity through the traveling public. 


Visitors to the city usually would pay the 5-cent fare with- 
out ‘thinking anything about the matter of the 3-cent fare in 
Cleveland. | ' 
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Terms of Service in Cleveland.—At a meeting in Acme 
Hall on the evening of Sept. 30, attended by 800 of the 
platform men of the Cleveland (Ohio) Railway, the propo- 
sition of J. J. Stanley, president of the company, regarding 
terms of service, was voted down for the second time. The 
men then decided to submit the matter to arbitration. 
International President W. D. Mahon, Patrick J. Shea, 
chairman of the international executive board, and a com- 
mittee of local men will ask Mr. Stanley to join in arranging 
for arbitration at an early date. The men contend that 
the present schedules are not in conformity with the old 
agreement. 


Pittsburgh Subway Franchise Ordinance Introduced.— 
An ordinance for a subway franchise was presented to the 
Pittsburgh City Council on Sept. 29 and was at once re- 
ferred to the committee of public service and surveys. The 
measure was prepared by the city law department and A. 
E. Anderson, counsel for the Pittsburgh Subway Company, 
which is bidding for the franchise. The company is cre- 
ating sentiment in favor of the granting of a subway fran- 
chise by direct advertising at the Pittsburgh Exposition 
Building, in which the annual exposition of the products of 
eastern Pennsylvania is held. Approximately 200,000 per- 
sons visit the place during each of the six or seven weeks it 
is open each fall. The company has rented wall space 
near the entrance to the music hall. The appeals are brief. 
They set forth what the company wants and what it in- 
tends to give in return for the franchise it asks. 


President Callery on Traffic in Pittsburgh.—J. D. Callery, 
president of the Pittsburgh (Pa.) Railways, has sent a 
lengthy communication to Mayor Joseph G. Armstrong, re- 
plying to the demands made by the city for better service 
by the company. Mr. Callery asserts that most of the im- 
provements have already been made. Some of the proposed 
changes are objected to, but Mr. Callery says that he and 
the other officers of the company are willing to go into a 
full discussion of the improvements with the Mayor and the 
City Council. He says that a universal transfer system 
would not be just to the company, and adds that on the 
average the patrons of the company are now more than 
justly treated as to the mileage secured for one fare. In 
the matter of routing, Mr. Callery says it is not feasible 
to. route cars through the city, as the routes cannot be 
balanced when this method is attempted. Improvements, 
it is admitted, could be made, but it is asserted that they 
depend upon the granting of new franchises. 


Kercheval Avenue Extension, Detroit——After a delay of 
several months the Common Council of Detroit, Mich., has 
adopted a resolution providing for the construction of an 
extension of the Kercheval Avenue line to the St. Jean 
Road. The delay was caused by the opposition of one of 
the Aldermen representing the ward through which the 
line will run. He wanted the line extended a considerable 
distance further through unimproved property, a condition 
which the Detroit United Railway refused to meet. The 
extension of the line to the St. Jean Road is in accordance 
with the agreement entered into last April at the time of 
the adoption of the resolution providing for the construc- 
tion of the Grand Belt line, one of the conditions of the con- 
struction of the latter being that the company would not 
go beyond the St. Jean road with the Kercheval line. The 
Grand Belt line is being held up pending a decision by 
Judge Murphy in circuit court as to the right of the com- 
pany to construct a clearance curve at Junction and Dix 
Avenue. Suit to restrain the company from constructing 
such a curve because it would overhang the sidewalk at 
this point was begun by a property owner in the vicinity. 


PROGRAM OF ASSOCIATION MEETING 


National Association of Railway Commissioners 


The twenty-sixth annual convention of the National -As- 
sociation of Railway Commissioners will be held in. Wash- 
ington beginning Nov. 17. The association is composed of 
the members of the Interstate Commerce Commission and of 
all the state railway commissioners.» Chairman Harlan and 
C. A. Prouty, director of the physical valuation work of the 
federal commission, will address the convention, while the 
remainder of the session will be given over to a discussion 


of special reports. 
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Financial and Corporate 


RECENT FINANCIAL TENDENCY 


The general outlook continues good. Not one or two, but 
many factors enter as contributing causes. Securities are 
being traded in in increasing numbers. Dealings through the 
Stock Exchange Clearing House at or above the final figures 
of July 30 amount to around 6000 shares a day, while 
unlisted stocks, dealt in on a freer basis, are in some 
instances being purchased at an advance. Bond transactions 
are being made in amounts considered very encouraging. 
As yet there has been little trading in public utilities. In 
this connection Financial America says that brokers with 
utility orders in hand are rigidly adhering to the agreement 
not to sell at prices under July 30 quotations. 

During September less than $15,000,000 of securities was 
put out, and all but $1,500,000 of these was necessary to 
meet maturing securities. In September, 1913, corporate 
financing totaled $187,000,000. ‘Dividends and interest due 
on Oct. 1, for which checks were mailed, amounted to 
$159,500,000 as compared with $160,000,000 a year ago. Of 
this total, public utilities contributed $16,985,326. Fourteen 
corporations passed, deferred or reduced their respective 
dividends during the week ended Oct. 3. Of these five were 
companies controlling electric railways, the Porto Rico Rail- 
ways, the Aurora, Elgin & Chicago Railroad, the Ameri- 
can Public Utilities Company, the West Penn Traction Com- 
pany and the Puget Sound Traction, Light & Power Com- 
pany. According to the Wall Street Journal, since Jan. 1, 
1918, 160 corporations have either passed, reduced or 
deferred their dividends. Of this number, sixty-nine com- 
panies have reduced, passed or deferred action on their 
dividends since Aug. 1, the date of the declaration of war. 


CLEVELAND RAILWAY STOCK ISSUE AND OPER- 
ATING RESULTS 


The directors of, the Cleveland (Ohio) Railway on 
Sept. 28 authorized the sale, subject to the approval of the 
Ohio Public Utilities Commission; of additional capital 
stock at not less than par in an amount equal to 10 per 
cent of the stock outstanding on Oct. 1. The proceeds will 
be used for extensions, betterments and improvements 
already approved or proposed by the City Council. Stock- 
holders of record on Oct. 1 are offered the right up to 
Oct. 15 to subscribe for the new stock pro rata, payable 
one quarter or more each on or before Nov. 1, 1914, and 
Jan. 1, 1915, and the remainder in one or more installments 
on sixty days’ notice. The company reserves the right 
to limit the amount of the first two payments. As noted in 
the ELECTRIC RAILWAY JOURNAL of Sept. 19, the commis- 
sion recently authorized the sale of not less than $1,068,500 
of stock at par, but this is not. being offered to stockholders. 

The income statement of the company for August, based 
on ordinance allowances, contains the following items: oper- 
ating revenue, $652,696; car-mile allowances for mainte- 
nance and operation, $546,963; net operating revenue, $105,- 
733; non-operating income, $2,716; gross income, less allow- 
ances, $108,449; taxes, $88,813; income, less allowances and 
taxes, $69,636; interest, $141,726; deficit, $72,090; special 
allowances, $18,000, and net deficit, $90,090. Based on 
actual expenses items are charged as follows: maintenance 
and operating expenses, $559,934; net operating revenue, 
$92,762; gross income less expenses, $95,578; income, less 
expenses and taxes, $56,655; deficit, $85,661; obsolete prop- 
erty, $12,000, and net deficit, $97,061. 

The deficit of $97,061, based upon actual experience, com- 
pares with $5,041 last year. Under the ordinance allow- 
ances the deficit of $90,090 compares with $16,093 for the 
previous year. The actual amount spent in maintenance 
and operation was much larger than the allowance, but the 
proportion of last year was very nearly kept. The interest 
fund at the end of August was $222,654, which is a material 
‘reduction from the amount reported at the end of the 
previous month. The charge of 1 cent for transfers begin- 
ning on Sept. 1 will make a difference in this fund, but in 
all probability a long period will elapse before it reaches 
$700,000, the amount necessary before the fare can be re- 
duced to 3 cents. 
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“ANNUAL REPORTS if 


The American Railways 


The statement of income, profit and loss of The American 
Railways, Philadelphia, Pa., for the fiscal year ended June 
30, 1914, follows: 


Income from! ‘Sup=COMPANIes cna... tie + Ce evaeetel ae er ehe $981,943 
Miscellaneous: Income: % jiec ce a oeieuew 412 ei et aee eats tenes <i 54,418 
GLOSS? INCOME Ha, niate vie oe tants oie a vielete i eels Chem karate tale $1,036,361 
General GxXPOMSOsy viv cwisys. oe ershe, Gres ase feteiie tune eiesone stageteea, leis coke $18,839: 
Legal “expenses bos isk. d.wies oe labels Sire eis ales Mie eee erenere rs 375 
Depreciation of office furniture and engineering instru- 

MONS = cei e ele e's se) sae eisvara eh epee teal onedoud he tate Bangs epemede Birete 1,279 
TAXES. Faw scval’serg sieve wee eley Talal eavehe aueha le recetone eke, cae eee reP oer ote 15,000 
Interest. ,on> funded debt. |. aide, ote Skuse) che ele eels 407,039 

Total deductions, from’ income.s.2 92)... .).) «le = eee $442,532 
INGE INCONIE WSS cisyerete cotedelacste Bieler ct uotice al Cts cfe/ayetel sei iene eee $593,829 
Dividends paid and accrued on preferred capital stock. $140,000 
Dividends paid on common ‘stock... Soe cnin. sccnin ee 402,789 

Total) dividends ©, sccert. cise Sd, 25s crete gtereree Maio nts wie $542,789 
Surplus ‘for ‘thes yeartin s+ sstccseemintt 1 aie ee Re ted $51,010 

Surplus at the beginning of the year................ 648,436 

Additions to surplus through the profits from sale of 

the Johnstown Passenger Railway........ BrPo ny 548,469 

Total poi SeienOeccheds byletaiop Tis eceher orate a ee eMene Rede ane tat eto aaron $1,247,945 
Deduct: 

Contributions to the reserve for depreciation of the 

subsidiary. cecoOmpanies ss cw sos ws set diowencas le eee eer he Petes $500,000 
Amount set aside for United States income tax aris- 
ing from the profits on sale of property........... 5,485 
Other adjustments within the year................. 187 
Totals.) fctahobas Weenekd «-c.0 sua attude ie Epc leits,< pe stovabaterete haps iaie ts $505,672 
Surplus: at- close" Of the syearoy yc cpa aiaic a8 oa cle eeeeebestens te re $742,273 


The gross receipts for the subsidiary companies for the 
year ended June 30 were $5,563,289, a gain of $399,281, or 
7.73 per cent over the previous year. After payment of all 
operating expenses, interest and taxes, the net income was 
$593,829. Dividends amounting to $542,789, an increase of 
$50,940, were paid, leaving a balance of $51,040. During 
the year the Johnstown Traction Company exercised its 
option to purchase the Johnstown Passenger Railway, which 
resulted in a net profit of $548,469. Of this $500,000 was 
set aside as a special depreciation fund to be apportioned 
among the different properties of the company; $5,485 to 
cover the contingency on this profit, subject to the federal 
income tax, and $187 for adjustment of interest, leaving 
$42,797 to be added to surplus. A combination of this with 
the above balance of $51,040 gave a surplus for the year 
of $93,887 and a total surplus as of June 30, 1914, of 
$742,273. 

During the year the company spent on maintenance of 
track, roadway and equipment (including depreciation) 19.4 
per cent of the gross receipts. There was charged out of 
earnings to payments for sinking fund $26,769. Taxes 
amounting to $239,752 were paid—more than 4.3 per cent 
of the gross receipts. The insurance and contingencies re- 
serve fund is now $82,242, an increase of $8,636. The em- 
ployees’ pension fund has an investment of $10,127. During 
the year $832,995 of new capital was spent for sundry im- 
provements. The total number of passengers carried was 
106,825,688, an increase of 6,482,632, or 6.46 per cent. 

The report gives brief descriptions of the progress of 
the subsidiaries. During the year the gross receipts of the 
Altoona & Logan Valley Electric ‘Railway, Altoona, Pa., 
increased $47,186. One new snow sweeper was bought; 
orders were placed for nine new cars, and eight cars were 
altered to the pay-within type. The Bridgeton & Mill- 
ville Traction Company, Bridgeton, N. J., purchased four 
new cars. The receipts of the Chicago & Joliet Electric 
Railway, Joliet, Ill., increased $25,010. Ten new steel cars 
were bought and eleven double-truck cars were changed to 
the prepayment type. The Lynchburg Traction & Light 
Company, Lynchburg, Va., showed a gross gain of $37,855, 
or 8 per cent, divided among the departments as follows: 
Railway, $16,324; electric light and power, $15,005; gas, 
$6,526. : 

The gross business of the Ohio Valley Electric Railway, 
Huntington, W. Va., increased more than $68,000 during 
the year, of which the railway department gained $38,900 
and the lighting companies more than $29,000, a combined 
gain of nearly 12 per cent. Two 30-ton freight cars were 
bought and one 35-ton freight car was built in the com- 
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pany’s own shops. The receipts of the Peoples Railway, 
Wilmington, Del., increased $61,696 during the year. The 
earnings of the Roanoke Railway & Electric Company, 
Roanoke, Va., increased $59,464. Thirteen cars were re- 
built to the pay-within type. The Scranton (Pa.) Railway 
and the Springfield (Ohio) Railway showed satisfactory in- 
creases during the year. The Scranton Railway purchased 
five new all-steel cars and orders were placed for ten addi- 
tional. The Springfield Railway purchased and put into 
service ten new all-steel cars with motor equipment. Be- 
sides the above information the report contains various 


details regarding the track, power house and other im- 


provements made by each company. 


The Westinghouse Air Brake Company 


According to the condensed financial statement of the 
Westinghouse Air Brake Company, Wilmerding, Pa., for 
the fiscal year ended July 31, the net earnings from all 
sources fell from $6,064,778 in 1913 to $3,482,994 this year, 
owing to the general business depression and the present 
railroad situation. The inventories totaled $5,625,024, as 
compared to $4,307,505 last year, while cash on hand de- 
creased from $4,050,495 to $2,479,096 and accounts and bills 
reecivable from $4,865,762 to $3,132,723. 

Depreciation charges have been governed largely by net 
earnings, varying in recent years from $43,960 in 1908 to 
$429,824 in 1910. After appraisals this year, however, the 
present actual values of factories has been increased $550,- 
165, and this value credited to a general reserve account, 
with which the various reserves of all the companies have 
been consolidated. This will provide for renewals, replace- 
ments, adjustments of inventories and all extraordinary 
losses. Depreciation charges for the year are included in 
the adjustment, but hereafter depreciation of buildings and 
machinery will be charged at a predetermined rate against 
current earnings as a part of the cost of production. 

Last summer a committee inspected the foreign brake 
plants in which the company is interested and found that 
the company’s holdings of their stocks are carried on the 
books at conservative valuations. The unexpected out- 
break of the war injected uncertain factors, but the direc- 
tors believe that, barring a temporary dividend reduction 
for the companies in question, no further loss need be 
apprehended. 


UTAH PURCHASE COMPLETED 


Utah Securities Corporation Through New Subsidiary 
Gains Control of Electric Business in Salt Lake 
City and Ogden 


The Utah Securities Company, as predicted in the 
ELEcTRIC RAILWAY JOURNAL of Sept. 12 and Sept. 26, 
has purchased a 98 per cent interest in the stock of the 
Utah Light & Railway Company. The property of the 
latter company is now owned by the Utah Light & Trac- 
tion Company, all of whose stock other than that which 
accrues to the minority holders of the Utah Light & Rail- 
way Company is now owned by the Utah Securities Cor- 
poration. The Utah Light & Traction Company was 
formed Sept. 18 by a consolidation of the Utah Light & 


' Railway Company and the Salt Lake Light & Traction 


Company, which was recently organized by the same in- 
terests with a paid capital of about $1,000,000. The capital 
stock of the new company will approximate $1,000,000 in 
$25 shares. The minority stock of the Utah Light & Rail- 
way Company has been offered in exchange either cash or 
stock in the new company. 

The Utah Light & Traction Company has issued a 
mortgage to the Bankers Trust Company, New York, as 
trustee, to secure an unlimited issue of first and refund- 
ing 5 per cent thirty-year gold bonds, dated Oct. 1 and 
callable on any interest date at 105 and interest, par $1,000, 
$500 and $100 (coupon) and $1,000 (registered). The 
bonds are protected by a sinking and improvement fund of 
1 per cent of the bonds outstanding from 1917 to 1919, 2 


per cent from 1920 to 1934, and 2% per cent from 1935 to 


1943. Of the bonds, $11,661,000 have been issued, of which 


$3,816,000 are reserved to provide for underlying liens as 


follows: $745,000 of Utah Light & Power Company first 
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mortgage gold 5’s; $1,113,000 of Utah Light & Power 
Company consolidated mortgage gold 4’s; $1,472,000 of 
Consolidated Railway & Power Company first mortgage 
gold 5’s, and $486,000 of Utah Light & Railway Company 
first consolidated 5’s. The remainder of the bonds were 
sold to cancel the large floating debt of the Utah Light & 
Railway Company and to provide the necessary cash to 
pay the Utah Light & Railway Company and the Salt 
Lake Light & Traction Company stockholders who elected 
to take cash in payment or exchange for their holdings 
after the merger. The bonds were not sold to bankers and 
it is expected that none will be offered to the public. The 
$993,000 of Utah Light & Railway Company first consoli- 
dated 5’s and $2,000 of Utah Light & Power Company con- 
solidated 4’s, formerly owned by the Oregon Short Line 
Railway, have been turned over as part consideration for 
the property acquired and have been deposited as addi- 
tional security for the new first and refunding mortgage. 

Just how the properties will be handled by the new in- 
terests is a matter yet to be worked out. It is still unde- 
termined whether the Utah Light & Traction Company will 
be merged into the Utah Securities Corporation, or again 
whether the gas and electric light business of the new 
property will be turned over to the Utah Power & Light 
Company, which is also controlled by the Utah Securities 
Corporation, and the new company left to operate merely 
the traction property. 


Chicago & Oak Park Elevated Railroad, Chicago, Ill.— 
Judge Kohlsaat in the United States District Court has 
ordered Samuel Insull, receiver of the Chicago & Oak Park 
Elevated Railroad, to present within ten days a petition for 
permission to issue receivers’ certificates to raise funds for 
elevating the tracks near the western terminus at a cost 
between $1,500,000 and $2,000,000. Federal Judge Kohlsaat, 
taking further action in the suit brought by the Public 
Utilities Commission of Illinois to enforce its order to compel 
the Chicago & Oak Park Elevated Railroad to elevate its 
tracks in Oak Park, Ill., has issued a temporary injunction. 
This restrains the commission from proceeding with its suit 
in the Superior Court by writ of mandamus and thus pre- 
vents it from prosecuting its suit. 

Commonwealth Power, Railway & Light Company, Grand 
Rapids, Mich.—The Commonwealth Power, Railway & Light 
Company has declared its regular dividend of 114 per cent, 
preferred, and 1 per cent, common, payable on Nov. 2 to 
holders of record on Oct. 16. It is reported authoritatively 
that the company in August showed increases of 5.88 per 
cent in gross earnings and 12.6 per cent in net earnings 
over August, 1913. The totals for the twelve months 
ended Aug. 81 were the largest gross and net earnings in 
the history of the ocmpany. This showing is said to indi- 
cate the strength of public utilities whose operations cover 
a large number of communities. 


Indianapolis, Columbus & Southern Traction Company, 
Columbus, Ind.—The Bartholomew Circuit Court on Sept. 22 
appointed the Commercial Trust Company, Philadelphia, 
Pa., as trustee under the mortgage of 1903 in place of the 
Trust Company of North America, resigned. 


Interurban Railway & Terminal Company, Cincinnati, 
Ohio.—The Common Pleas Court at Cincinnati has ap- 
pointed Charles S. Thrasher of Cleveland and Charles N. 
Leslie of Cincinnati as receivers of the Interurban Railway 
& Terminal Company on the application of the Westing- 
house Electric & Manufacturing Company. The manufac- 
turing company charged that the railway had defaulted in 
the payment of its interest on its bonds and was insolvent. 
The railway joined in the application. Frank Dinsmore, one 
of its attorneys, stated that among the various causes for 
the financial trouble was the franchise obligation requiring 
the company to charge no more than five cents as the fare 
between Kennedy Heights and Pleasant Ridge, and Cincin- 
nati. With three cents of this going to the Cincinnati Trac- 
tion Company the interurban company suffered a loss. 

New York (N. Y.) Railways.—It has been decided that 
the interest payment on the New York Railways adjust- 
ment income bonds for the six months ended Oct. 1 should 
be 1.288 per cent instead of 1.24 per cent, as provided for 
in the summarized net income statement originally pre- 
pared by the company. This decision was reached by the 
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board of arbitration composed of H. H. Porter, James War- 
wick and W. G. Ross, whose selection was noted in the 
ELEcTRIC RAILWAY JOURNAL of Sept. 19. Charles F. Cush- 
man, secretary of the proxy committee, has sent a circular 
to the holders of the adjustment income bonds, notifying 
them that at the annual meeting in December they are en- 
titled to elect five of the eleven directors. The following 
committe has consented to receive proxies for this meet- 
ing: Darwin P. Kingsley, president New York Life Insur- 
ance Company, New York; William A. Day, president Equi- 
table Life Assurance Company, New York; Haley Fiske, 
vice-president Metropolitan Life Insurance Company, New 
York, and Allan Forbes, president of the State Street Trust 
Company, Boston. 


New York City Railway.—Judge Lacombe on Sept. 28 
filed two opinions in the Federal District Court regarding 
the old surface railway litigation. 
affirmed the conclusion of the special master in the matter 
of the petition of the receiver of the New York City Rail- 
way for an accounting by the receiver of the Metropolitan 
Street Railway. In regard to the sale of ap and pay- 
ments made to the so-called controlled companies aggre- 
gating $169,694, Judge Lacombe disallowed the payment of 
$55,000 by the Union Railway and stated that some of the 
other items have been disposed of by mutual concessions. 
In the second opinion, which concerned the claim of the 
. Metropolitan Street Railway for $2,000,531. against the 
New York City Railway for damages for breach of lease, 
he allowed $1,700,452 for keeping the tracks and roadway in 
good condition and $15,000 because the old coal conveyor 
was not put in proper condition. He disallowed the off-set 
of $63,821 for the expense of renting buildings, because of 
fire destruction, and permitted the Farmers’ Loan & Trust 
Company to share in the proceeds of the claim. 


Northern Electric Railway, Chico, Cal—On Oct. 1 the 
General Railway Signal Company applied to Judge Dooling 
in the San Francisco United States District Court for the 
appointment of three receivers for the Northern Electric 
Railway. The company, which joined in the application, has 
defaulted interest on the $3,750,000 of first mortgage fifty- 
year 5 per cent bonds due on Oct. 1. Interest on $6,652,000 
of first and consolidated mortgage 5’s was defaulted on 
June 1. The company (Marysville and Colusa branch) 
recently filed an application with the California Railroad 
Commission requesting approval of $37,079 of notes previ- 
ously issued. 


Ohio Service Company, Columbus, Ohio.—The Ohio Public 
Utilities Commission has authorized the Ohio Service Com- 
pany to issue $630,000 of capital stock to be used in the 
purchase of electric railway and light properties at Co- 
shocton, Canal: Dover, Cambridge, New Philadelphia, Uh- 
richsville and Dennison. Of this $350,000 is to be paid to 
the Midland Power & Traction Company, Cambridge, for 
a railway line between that place and Pleasant City, to- 
gether with a light and an ice plant; $270,000 for light 
plants at Canal Dover, New Philadelphia, Uhrichsville and 
Dennison and $10,000 to the Lafayette Light & Power Com- 
pany for a transmission line connecting all the towns men- 
tioned above. The sale of the properties was authorized 
on June 4. 


Porto Rico Railways, Ltd., Toronto, Ont.—The direc- 
tors of the Porto Rico Railways, which controls the Porto 
Rico Railway, Light & Power Company, San Juan, Porto 
Rico, have decided to pass the quarterly dividend payable 
on Oct. 1 on the $3,000,000 of common stock. From October, 
1911, to July, 1914, 1 per cent was paid. 


Second Avenue Railroad, New York.—The Second Avenue 
Railroad has defaulted on the payment of the principal of 
the $3,140,000 of 6 per cent certificates due on Oct. 1. The 
semi-annual interest due on that date was paid. The de- 
fault of principal is in effect a forced extension of the 
note issue, which is expected to continue to bear 6 per cent 
interest. In this connection it may be noted that plans 
for the reorganization of the company, which has been 
operated by George W. Linch as receiver for some years, 
were disclosed on Oct. 3 when Justice Platzek of the Su- 
preme Court denied an application for an order directing 
the receiver to account for his acts and permitting the col- 
lection of a judgment for personal injuries through an exe- 
cution against the railroad. The receiver showed that at 


In one opinion he’ 
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the meeting of the reorganization committee, when it was! 


determined not to extend the receiver’s certificates, it was 
decided to present to the Public Service Commission for its 
approval a plan for the reorganization of the company, and 
to put such a plan into effect as soon as normal financial 
conditions are restored. The court said that in view of 
this plan it would be unreasonable to direct an account- 
ing and to issue an execution. 


DIVIDENDS DECLARED 


Cincinnati, Newport & Covington Light & Traction Com- 
pany, Covington, Ky., quarterly, 1% per cent, Phetenncd, 
quarterly, 1% per cent, common. ~- 

City Railway, Dayton, Ohio, quarterly, 144 per cent, pre- 
ferred; quarterly, 2 per cent, common. 

Columbus, Newark & Zanesville Electric Railway, Cin- 
cinnati, Ohio, quarterly, 1% per cent, preferred. 

Commonwealth Power, Railway & Light Company, Grand 
Rapids, Mich., quarterly, 1% per cent, preferred; quarterly, 
1 per cent, common. 

Dayton & Troy Electric Railway, Dayton, Ohio, 1% per 
cent, preferred. 

Georgia Light, Power & Railways Company, Macon, Ga., 
quarterly, 144 per cent, preferred. 

Green & Coates Streets Passenger Railway, Philadelphia, 
Pa., quarterly, $1.50. 


Kentucky Securities Conporetion: Lexington, Ky., quar- 


terly, 1% per cent, preferred. 

Northampton (Mass.) Street Railway, 2% per cent. 

Ottawa (Ont.) Electric Railway, quarterly, 3 per cent. 

Ottumwa Railway & Light Company, Ottumwa, Ia., quar- 
terly, 134 per cent, preferred. 

Porto Rico Railways, Ltd., Toronto, Ont., quarterly, 1% 
per cent, preferred. 

Springfield & Xenia Railway, Springfield, Ohio, quarterly, 
2 per cent, preferred. _ 

United Railways & Electric Company, Baltimore, Md., 
quarterly, 50 cents, common. 

Virginia Railway & Power Company, Richmond, Va., 1% 
per cent, common. 

Youngstown & Ohio River Railroad, Leetonia, Ohio, quar-. 
terly, 1 per cent, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 
NORTHERN TEXAS ae COMPANY, FORT WORTH, 


Gross Operating Net Fixed Net 


Period Earnings Expenses Earnings Charges Surplus 
1Im., July, °14 $188,715 *$104,801 $83,914 $26,009 $57,905 
= 3 80,931 *101,097 79,834 24,166 5,668 

TQ5¢* e 714 «2,169,475 *1,215, "255 954,220 303,435 57,904 
fiyst ie 5 Bois Br B 039, 305th. 090, 251 949, 104 296, 461 662, 643 


PADUCAH TRACTION & LIGHT COMPANY, PADUCAH, KY, 


1m., July, *14 $24,250 *$16,658 $7,592 $7,505 $87 
eeeme Mee eT er Ie Te ee 479 
ig“ 14: 308,279 $197,248" 114,081 ¢ 91/546) Sag2R5 
12" “ 13 288,317 192,354 95,968 88,344 7,619 
PENSACOLA (FLA.) ELECTRIC COMPANY 
Im., July, *14 $24,405 *$15,449 $8,956 © $7,162 $1,794 
per"? 173 Fog545 ei5re4s 8902 «eet ads 
iz“ “ 714 285,522 #178167 107,355 ~ 86,103 21,952 
iz“ «718; 285,988 181,533 104,455 177,142 lay,908), 


PUGET SOUND TRACTION, LIGHT & POWER COMPANY, 
SEATTLE, WASH 


1m., July, "14 $726,374 *$423,156 $303, 217 $177,882 $125,335 


1 13 736,695 *416,736 19,959 172,609 147,850 
bays SY 14 «68,691,638 *5,065, 1592 3, 628° 047 2,101,887 1, 524, 160 
12“ "13 «8,400,734 *4, 903, 129 3, 497,605 2 035, 398 vis 462, 207 


REPUBLIC RAILWAY & nS ek os COMPANY, NEW YORK, 


1m., Aus. (14 $256,524 *$150,941 $105,583 $83,359 $22,214 
1" "943° "261,648  *160,424 101,225 ° 85,728 15,502 
12 “ '14 3,083,372 *1,861,311 1,222;061 1,008,668 213/393 
12 “ 18 2,911,033 *1,800,878 1,110,156 972,544 137,611 
SAVANNAH (GA.) ELECTRIC COMPANY 
1m., July, (14 $73,627 "$48,294 $25,833 $22,932 $2,401 
OE ee *46,007 25,119 22,75 2,263 
12 «© 44 gholest «seedy 28d'2a4 27a'9n8 10,266 
12“ “ 13. 796,749 *559,993 236,755 230,992 5,763 
TAMPA (FLA.) ELECTRIC COMPANY 
1m., July, ’14 $83,683 *$44,939 $39,044 $4,457 $34,587 
ye 7) 043) 11,406) © S80 8TE me aL.b29)0 | A bSPee 2,588 
12 “ ‘14 945,837 *519,540 426,297 55,627 370,670 
12“ “. *°13,. 787,660. *420,927 366,733 55,307 311,426 


TWIN CITY RAPID. TRANSIT, MINNEAPOLIS, MINN. 


im., Aug., ’14. $798,560 $412,597 $385,963 vats 155 $153,808 
nek 3 "13 776,841 393,109 383,732 239,558 144,174 
Res * 14 6,141,176. 3, 210,079 2,931,096 1,823,040 1,108,056 
8.8 ee "13 5,780,872 2,945,867 2. 832, 005 a 880, 630 


951,374 


=< 


*Includes taxes. 
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Traffic and Transportation 


ROCHESTER SUBURBAN FARES 


A Summary Is Presented of the Changes in Fare Effective 
on. the Rochester & Eastern and the Rochester & 
Sodus Bay Lines 


Previous to Jan. 1, 1914, tariffs of the Rochester & East- 
ern and the Rochester & Sodus Bay lines of the New York 
State Railways granted the following types of fare: 
One way tickets between all points...... joe BARS $0.0175 per mile 
Round trip tickets between all points.......... -0150 per mile 
Interchangeable coupon ticket books containing 

transportation to the value of $12, sold for $10 


School ticket books, containing $5 worth of trans- 
Mortations SOs LOM SAD Mee itecaen of oa Basie ian css .00875 per mile 


Effective on Jan. 1, 1914, tariffs were filed with the Pub- 
lic Service Commission of the Second District of New York 
granting the following types of fare: 


.0145 per mile 


One way tickets, between all 


AT CHILES Mat eraca ach elelckh A colistiebensjas ‘syer site lols ld $0.02 per mile 
Round trip tickets, between all 

RIE RERUEMEN EC Rete Suet flo stein ies togsiaiiee a ve)-> > ie .02 per mile 
Interchangeable coupon ticket 


books, containing transportation 
to the value of $12, sold for $10 
Fifty-four-trip commutation ticket 
DUO S Rta ate tis lh sia are arate ie rirh cd teers 
Between all points 3 miles or more 
apart—limited to use for. calen- 
dar month 
Forty-six-trip school commutation 
RY GIGNICE) SSNS. (earthen y are ais velera are" 
Between all points 3 miles or more 
apart—limited to use for calen- 
GUT ND ON BEY vals Kyron os etleda et at su(e'rd va shidvene .0070 per mile (longest haul) 


Effective on July 10, 1914, Supplement No. 1 to tariff 
was filed with the Public Service Commission changing 
rulings as to time limit of the fifty-four-trip commutation 
ticket books and the forty-six-trip school commutation books 


.0166 per mile § 
.0185 per mile (shortest haul) 


$4) eh eha ahaa ss 6 «6 8 woo le ele 


.0079 per mile (longest haul) 
.0163 per mile (shortest haul) 


_ as follows: 


Previous to July 10, the fifty-four-trip commutation tick- 
ets were governed by the following ruling as to time limit: 
“Limited to use during calendar month for which pur- 
chased.” This was changed to read: 

“Limited to use from the date of sale to and including 
corresponding date of the following month; if there should 
be no corresponding date in such following month, the 
ticket will be limited to use within thirty days from and 
including date of sale.” 

Previous to July 10 the forty-six-trip school commuta- 
tion ticket books were governed by the following ruling on 
time limit: “Timited to use during calendar month for which 
purchased.” This was changed to read: 

“Limited to use for one year from date of sale, excepting 
that they will not be honored during months of July and 
August.” 

The above changes were made with the object of satisfy- 
ing complaints or objections made by patrons to the Public 
Service Commission on account of the increases in fares 
which were called for in the tariff filed on Jan. 1, 1914. 

The Public Service Commission held several hearings and 
finally disposed of the complaints by ordering the company 
to make the following changes in the tariffs by an’ order 
which is to be complied with Nov. 1, 1914. 


Fifty-four-trip commutation ticket books are to be re-. 


duced in price such that, starting with mileage of 5 miles, 
a reduction of 25 cents is to be made on the price of each 
book for distance from 5 to and including 7 miles; 20 cents 


from 8 to and including 17 miles, and 15 cents from 18 miles 


to and including 43 miles. 

The forty-six-trip school ticket books are to be computed 
on the basis of 75 per cent of the charges made for fifty- 
four-irip books, for the corresponding mileage. 

The order also called for discontinuing the practice of 
charging an excess fare to passengers paying cash fare on 
its cars. The tariffs effective previous to Jan. 1, 1914, con- 
tained the following ruling as regards cash fares paid on 
cars: 

“Passengers paying cash fares on.the cars where fare 
is more than 5 cents will be charged an excess fare of 10 
cents, which will be refunded if duplex fare receipt is pre- 
sented within ninety days of date of issue to ticket agent 


-at any Rochester & Eastern or Rochester & Sodus Bay line 
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station, where a ticket office is maintained; such excess fare 


will not apply or be charged to passengers boarding at and 
destined to points where ticket agency is not maintained, 
conditioned that said points are not within the city or vil- 
lage limits where ticket office is maintained.” 

This same ruling was contained in tariffs, effective on 
Jan. 1, 1914. 

Complying with the order of the commission, the company 
filed a supplement to its passenger tariff, effective on Sept. 
1, 1914, covering the above mentioned changes in passenger 
fares. The passenger tariff which is now effective calls for 
a 2-cent rate per mile for one way and round trip fares. 


NEW JERSEY TRANSFER CASE 


Transfer Request Refused, but Petition for Elevated 
Shelters Allowed 


The Board of Public Utility Commissioners of New Jersey 
has refused the request of the city that the Public Service 
Railway be compelled to honor transfers at its terminal 
building in Hoboken between its various surface lines, but 
holds that the company should be compelled to provide 
suitable waiting sheds at Washington Street, Willow Avenue 
and Henderson Street upon its elevated line. Unless the 
company accepts the latter recommendations an order will 
issue compelling the erection of waiting sheds in accordance 
with suggestions contained in the report of the board. In 
this connection the board draws a distinction between the 
obligations of a railway to provide waiting accommodations 
on elevated and surface lines. 

The first part of the complaint was directed against the 
present rule of the company not to honor transfers at its 
terminal building. For many years the company made a 
practice of issuing such transfers from Washington Street 
to the Grove Street and Willow Avenue lines, from Willow 
Avenue to the Grove and Washington Street lines, and from 
Grove Street to the Willow Avenue and Washington Street 
lines. It. was admitted in behalf of the city that the present 
points of transfer offer the shortest route, the quickest 
passage and are entirely the most convenient places to the 
transferring passengers. The complaint, therefore, was 
based upon the ground that while shelter is afforded at the 
terminal building, it is not provided at the present points 
of transfer. 

There being no complaint involving the running of cars 
under proper headway and the furnishing of proper service, 
the board said it was thus stripped of the only grounds upon 
which it would be justified in making the order requested. 
In this connection the board added: 

“The uniform practice on street railway lines is to trans- 
fer at the point of intersection or, if the lines do not inter- 
sect, at the most convenient point for the passenger, which 
usually is that point which will save the passenger time and 
send him along the shortest route to his destination. The 
board does not feel justified in granting the prayer of the 
complaint upon the ground urged, namely, the lack of 
shelter at these transfer points. Conditions at the present 
transfer points in Hoboken do not seem to be any different 
from those in every other city. No shelter is ordinarily 
provided at transfer points on surface lines in any city. 

“The company in this case does not own property at any 
of the transfer points where shelter might be erected. As 
the complaint does not allege and the evidence has not 
established inadequacy of service or failure to give proper 
service on the part of the respondent, the application upon 
this phase of the case is denied.” 

In considering the conditions at the three points com- 
plained of as lacking proper waiting-room facilities on the 
elevated line, the board held that the present accommoda- 
tions do not afford proper shelter and are incapable of ac- 
commodating the crowds waiting for cars. Distinguishing 
between elevated and surface lines, the board said: 

“These elevated stations are four or five blocks apart, and 
passengers accumulate at them in greater numbers, of 
course, than at points on surface lines. The boarding points 
on surface lines, being only one block apart, passengers on 
such lines usually have an opportunity to avoid inclement 
weather by availing themselves of the protection of some 
‘building. A waiting shed on an elevated railway is of no 
use unless it accomplishes the purposes for which it was 
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erected, namely, to protect waiting passengers. The failure 
to provide waiting sheds which will afford protection to 
persons whom the company invites upon its platforms as 
passengers, is, in our judgment, a failure to provide either 
adequate or proper service.” 


STUDYING TRAFFIC IN KANSAS CITY 


The board of control of the Kansas City Railways is mak- 
ing a thorough study of service conditions. The approach- 
ing opening of the new union station presents important 
problems, since traffic currents will be changed in ways hard 
to anticipate. The new Twelfth Street viaduct is also near- 
ing completion. The company will probably begin laying 
rails on it within thirty days, and the viaduct will be open 
to traffic about Jan. 1. This structure provides access to 
the stockyards district and the jobbing section of the south 
part of the west bottoms, which has depended upon rather 
circuitous street car facilities from the business district of 
Kansas City since the Twelfth Street cable line was shut 
down. The subject of adjusting service to the proposed 
Twenty-third Street viaduct and of arranging for the pos- 
sible reconstruction of the Central Avenue viaduct have not 
yet reached the point of announcement by the company. 


Service Order by Court.—_The Court of Appeals handed 
down a decision on Sept. 21 requiring the Western Ohio 
Railway to give the people of Cridersville hourly service. 
The limited cars have used a cut-off which does not pass 
through the town. 


Middlesex & Boston Fare Increase Postponed.—The 
Massachusetts Public Service Commission has ordered the 
Middlesex & Boston Street Railway to postpone its pro- 
posed increase in fares from a 5-cent to a 6-cent unit, with 
an additional charge of 1 cent for transfer, until Nov. 2. 
It is expected that the board will reach a decision in 
October. 


Accident in Springfield—Nineteen persons were injured, 
nine seriously, and others more or less shaken up and cut by 
flying glass when a double truck car on the Westfield division 
of the Springfield (Mass.) Street Railway left the tracks at 
the curve at the foot of Tubbs Hill, corner of Elm and West- 
field Streets, West Springfield, recently, and turned over on 
its side. 


Skip-Stop in Albany.—Announcement has been made by 
the United Traction Company, Albany, N. Y., of the elimina- 
tion of certain stops in Albany and Rensselaer with a view 
to improving the service. Recommendations to curtail the 
number of stops were continued in the report of Charles R. 
Barnes, expert of the Public Service Commission of the 
Second District of New York, who investigated the service 
of the company last winter. 


Harvard Bridge Transfers Approved.—Supplementing a 
recent order of the board approving various transfer fa- 
cilities associated with the opening of the Boylston Street 
subway in Boston, the Massachusetts Public Service Com- 
mission has approved the issue of transfers between in- 
ward-bound Harvard Bridge and outward-bound subway 
cars and between inward-bound subway cars and outward- 
bound Harvard Bridge cars at the Massachusetts station 
of the Boston Elevated Railway. 


Car Shipment Rate Fixed.—In a decision handed down by 
the Illinois Public Utilities Commission on Oct. 1 in the case 
of C. E. Hazlett versus the Illinois Traction Company, the 
rate for the shipment of street cars over interurban railways 
when the cars are mounted on trucks and run on their own 
wheels is fixed. The rate per car for a minimum of 50 
miles is 30 cents a mile and for the trailer 15 cents a mile. 
The plaintiff charged that he had been required to pay what 
he considered an exorbitant rate for the shipment of two 
ears from Decatur to Springfield. 


State Traffic Commission in New Jersey.—Uniformity in 
traffic regulations of cities and towns throughout New 
Jersey is the goal of a movement given definite impulse 
when Governor Fielder named a commission to draft a pro- 
posed uniform measure for adoption all over New Jersey. 
Job H. Lippincott, State motor vehicle commissioner, is 
chairman, the two other members being J. V. Hamburg, of 
Newark, president of the Newark Board of Trade and the 
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Automobile Club of Essex County, and George B. LaBarre, 
commissioner of public safety at Trenton. tf 


Company Sustained in Revere (Mass.) Transfer Case.— 
The Massachusetts Public Service Commission has dis- 
missed the petition of residents of Revere, a suburb of 
Boston, for the establishment of free transfers on the Bay 
State Street Railway at the junction of Park Avenue and 
Broadway. The petitioners sought a 5-cent fare to Lynn. 
The commission states that if the petition should be 
granted the residents of Lynn would naturally demand 
transfers from all lines to Revere Beach. This the board 
deems unreasonable, since the company maintains a 7-cent 
rush hour fare through the sale of tickets good over the 
line in question. The petition was dismissed with the rec- 
ommendation that the company advertise the tickets and 
make them more readily available to patrons. 


Chicago Elevated Railways’ Safety Movement.—At the 
weekly luncheon of the Chicago Jovian League, held at the 
Hotel Sherman on Sept. 28, J. H. Mallon, assistant superin- 
tendent of transportation, delivered an illustrated talk on 
the “safety first”? movement of the Chicago Elevated Rail- 
ways. This was followed by an address by Dr. H. E. 
Fisher, special medical examiner of the elevated railways 
regarding the company’s plan in furnishing first aid to 
the injured. A number of first-aid stations have been es- 
tablished over the railway system at the different carhouses 
and shops and squads of employees have been trained in 
first-aid work. In connection with Dr. Fisher’s address, a 
first-aid squad demonstrated the methods used in connec- 
tion with various kinds of injuries needing attention. 


Objection to Running Board.—On Oct. 1 the Ontario Rail- 
way & Municipal Board heard the objections of the street 
railwaymen’s union to the continuance of the use of the open 
cars with running board. The men desire a center aisle 
substituted for the running board. R. J. Fleming, general 
manager of the Toronto Railway, said that to abolish the 
step on the cars would so reduce the seating capacity that 
it would be necessary to put on an additional 300 cars to 
maintain the service. This the company could not afford to 
do. In consequence of the unsettled conditions caused by 
the war, the receipts were falling off. Even during the 
exhibition period the decrease was more than $20,000 com- 
pared with previous years. The board decided to defer 
action until its own experts have reported on the matter. 


The Hocking Valley Railroad Case.—Interesting devel- 
opments may grow out of the controversy between the 
State Public Utilities Commission and the’Hocking Valley 
Railroad over the suspension of electric car service on the 
Wellston & Jackson Belt Line. The commission ordered 
the company to resume electric service on Sept. 15. In- 
stead, the company undertook to furnish a steam train 
service on the old electric schedule. It was announced at 
the time that this would be done if it was found that the 
power house was not capable of furnishing power to operate 
electric cars. The company then appealed the commission’s 
order to the Ohio Supreme Court on the ground that it does 
not have authority to dictate the kind of service that shall 
be given. Suit has now been instituted at Jackson, Ohio, to 
collect $1,000 a day as penalty from the company for refus- 
ing to comply with the commission’s order, as provided in 
the latest law governing the duties of that body. 

Service Hearing in Washington.—The Public Utilities 
Commission of the District of Columbia will hold a formal 
hearing on Oct. 26 for the purpose of considering the adop- 
tion of standards of street railway service in the District 
of Columbia. The object of such standards is formally to 
establish what service the utilities will be required to fur- 
nish, and to simplify the procedure of the utilities in chang- 
ing their schedules to meet the varying conditions of traf- 
fic. The standards which the commission will present for 
discussion are as follows: Seventy-five seats per 100 pas- 
sengers during the half hour of maximum traffic during 
each of the two rush periods of the day; 125 seats per 100 
passengers during every hour of the non-rush periods of 
the day. These figures are the result of a study of the 
conditions of traffic obtaining in the district and are based 
on the requirement that the utilities furnish during non- 
rush hours a seat per passenger and furnish during the 
half hour of heaviest traffic of rush hours enough cars so 
that the standing room will not be overcrowded. 
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Personal Mention 


Dr. Arthur W. Elting has been appointed chief surgeon of 
the United Traction Company and of the Hudson Valley 
Railway, with headquarters at Albany, N. Y. 


Mr. F. E. Whitlock, for nine years superintendent of over- 
head, third-rail and bonding for the Northern Electric Rail- 
way, Chico, Cal., has resigned to devote his attention to his 
other business interests. 


Mr. Charles H. Pegler, Elgin, Ill., has been appointed 
general attorney for the Aurora, Elgin & Chicago Railway. 
He assumes the new position on Oct. 1, and will have offices 
in Elgin and Wheaton. 


Mr. George D. Rice, who retired as general superintendent 
of the Omaha & Lincoln Railway & Light Company, Omaha, 
Neb., on Oct. 1, was presented with a cut glass water service 
by the train men in the employ of the company as a token 
of esteem. 


' Mr. Eugene F:. McKinley has been appointed general 
counsel for its street railway holdings in the State of New 
York by the New York, New Haven & Hartford Railroad. 
This places him in charge of all the legal work of the New 
York & Stamford Railway and the Westchester Street 
Railroad. 


Mr. B. I. Spock, counsel for the New York, New Haven 
& Hartford Railroad for Connecticut, has been appointed 
general solicitor of the company. Mr. Spock reports to Mr. 
E. G. Buckland, general counsel for the company and vice- 
president. Mr. Spock’s office continues at New Haven, 
and counsel for the several states will report to General 
Solicitor Spock. 


Mr. S. H. Bennett, for some years auditor of the Hagers- 
town & Frederick Railway, Frederick, Md., has been ap- 
' pointed general auditor of the company in charge of all 
the accounting of the road, and also for the Frostburg 
Electric Company, which was recently acquired by the rail- 
way company. Mr. Bennett has long been engaged in rail- 
way work, and has been with the railway at Frederick 
since its inception. 


Mr. Albert E. Peirce, formerly assistant general manager 
of the Chippewa Valley Railway, Light & Power Company, 
Eau Claire, Wis., has been elected vice-president of the Wis- 
consin-Minnesota Light & 
Power Company, formed to 
take over the properties of 
the Chippewa Valley Rail- 
way, Light & Power Com- 
pany, the Chippewa Valley 
Construction Company and 
the La Crosse Gas & Elec- 
tric Company. Mr. Peirce 
began his electrical career 
with the Brooklyn Heights 
Railroad in 1898, where he 
worked in the shops and the 
line department. He later 
served a year and a half in 
the testing department of 
the Westinghouse Company 
at East Pittsburgh ~,Pa. 
After a short experience 
with the Christensen Engi- 
neering Company, installing air brakes in the New Eng- 
land States, he went with Rossiter, McGovern & Company, 
New York, and for about two years installed apparatus in 
the East. Mr. Peirce became connected with the Pennsylva- 
nia Steel Company, Steelton, Pa., as electrical engineer of 
the bridge and construction and the frog and switch depart- 
ments. In 1905 he took charge of the Indian Territory 
Traction Company at South McAlester, I. T., remaining dur- 
ing the reorganization of that company into the Choctaw 
Railway & Light Company. , Later he entered the General 
Electric Company power and mining department in the Chi- 
cago office. Until the fall of 1907 he was located in Minne- 
apolis, Minn. He became connected with the Chippewa Val- 
ley Railway, Light & Power Company at the commencement 
of its development work. 


Albert E. Peirce 
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Mr. L. C. Morris has been appointed traveling passenger 
and freight agent of the Empire United Railways, with 
offices at Rochester, N. Y. Mr. Morris is twenty-seven 
years of age and has been engaged in railroad work for 
the last nine years. His first work was as stenographer 
at the Ithaca freight office of the Lehigh Valley Railroad 
and later assistant cashier at that office. He was subse- 
quently transferred to the office of the district passenger 
agent in Ithaca as assistant city ticket agent. This posi- 
tion he held for four years. He was then appointed to 
the Lehigh Valley Railroad as city passenger and ticket 
agent at Rochester, which position he has held for more than 
two years. 


Mr. Russell Gould, who for the last two years has been su- 
perintendent of substations of the Northern Electric Rail- 
way, Chico, Cal., has been appointed superintendent of power 
with jurisdiction over the substations, overhead, third-rail 
and bonding. Mr. Gould was graduated in 1903 from a five- 
year course in civil and electrical engineering at the Uni- 
versity of Georgia. He spent the next four years at the 
Schenectady works of the General Electric Company, being 
employed in the testing and in the drafting departments. 
For a year he was engaged in life insurance work in Mex- 
ico, and during the next four years was connected with the 
Texas Traction Company as electrical engineer on its Dallas- 
Sherman-Denison interurban line. This last position he re- 
signed two years ago to become superintendent of substa- 
tions with the Northern Electric Railway. 


OBITUARY 


Augustus Wilder Sexton, Jr., treasurer of Westinghouse, 
Church, Kerr & Company, New York, is dead. Mr. Sexton 
was born in Staten Island thirty-nine years ago. He is 
survived by his widow and one daughter. 


Arthur W. Jordan, traffic agent and park manager of the 
Chicago & Joliet Electric Railway, Joliet, Ill., is dead. Mr. 
Jordan was born in St. Joseph, Mich., on Noy. 28, 1865, and 
virtually spent his entire life in electric railway traffic and 
park work. He began his career with the Grand Rapids 
(Mich.) Street Railway, and in 1904 was appointed assist- 
ant general agent and freight agent of the Ohio Electric 
Railway, Columbus, Ohio. In January, 1908, Mr. Jordan 
became traffic agent and superintendent of Dellwood Park, 
controlled by the Chicago & Joliet Electric Railway. For 
several years he was active in traffic matters and served 
as chairman of the traffic committee of the Illinois Electric 
Railways Association. 


Gardiner M. Lane, of Lee Higginson & Company, Boston, 
Mass., is dead. Mr. Lane was at one time assistant to 
President Charles Francis Adams, of the Union Pacific Rail- 
way. He advanced from a clerk in the office of Lee Higgin- 
son & Company to partnership in the firm. Mr. Lane was a 
director in many industrial, railroad and public service cor- 
porations, among them the Interborough Rapid Transit Com- 
pany, New York; Massachusetts Electric Company, Boston, 
Mass.; Pennsylvania Water & Power Company, Holtwood, 
Pa.; Puget Sound Electric Railway, Seattle, Wash.; Puget 
Sound Traction, Light & Power Company, Seattle, Wash.; 
Rapid Transit Subway Construction Company, New York, 
and the Seattle (Wash.) Electric Company. 

Frank Caum, general manager of the Scranton (Pa.) Rail- 
way, is dead. Mr. Caum was born in Harrisburg, Pa., about 
forty-eight years ago. After attending the public schools 
he entered the shops of the Pennsylvania Railroad at Harris- 
burg. Subsequently he went to Rochester, N. Y., and was 
eventually appointed superintendent of the street railway 
power station there. He afterwards held similar positions 
in Jersey City and in Meriden. At the solicitation of Mr. 
Norman McD. Crawford, now president and general man- 
ager of the Reading Transit & Light Company, Reading, Pa., 
who was manager of the Hartford (Conn.) Street Railway, 
Mr. Caum entered the service of the company at Hartford 
eleven years ago as superintendent of the power station on 
Commerce Street. Afterwards he became superintendent of 
the Hartford Street Railway, succeeding Mr. John Deloury. 
When the Connecticut Company absorbed the Hartford 
Street Railway, Mr. Caum continued with the new owners 
as manager of the Hartford division about a year. He 
then accepted the position of manager of the system in 
Seranton. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 


RECENT INCORPORATIONS 


*California Terminal Railway, Sacramento, Cal.—Applica- 
tion for a charter has been made by this company in Cali- 
fornia to build an electric railway to go by ferry from San 
Francisco to some point on the shore of San Francisco Bay 
or San Paolo Bay and thence through Marin, Sonomo, Napa, 
Solano, Yolo and Sacramento counties. Branch lines to Pet- 
aluma and Napa are also planned. Capital stock, $200,000. 
Incorporators: C. W. Conlisk, San Francisco, and W. M. 
Rank and C. H. Lind, Alameda. 

*Lula-Homer Railway, Lula, Ga.—Application for a 
charter has been made by this company to build a 15-mile 
interurban railway from Lula to Homer. Headquarters: 
Lula. Capital stock, $200,000. Incorporators: S. A. Carter, 
W. A. Boling, B. E. Chapman, Joel Coffee and E. F. Whit- 
worth, Lula; C. H. Chambers and E. A. Mize, Homer. 


FRANCHISES 


Gadsden, Ala.—Plans have been worked out for the pre- 
liminary survey for the proposed electric railway from 
Gadsden to Centre through a part of Cherokee County. It 
is planned to build a bridge across the Coosa River and 
extend the line to East Gadsden. 


Calgary, Alta.—The Chestermere & Calgary Suburban 
Railroad has asked the Council for an extension of time on 
its franchise in which to build its projected electric railway 
from Calgary to Chestermere Lake, Alta. Griffiths, Ford. 
Wright & Miller, Calgary, solicitors. 


Benecia, Cal.—The Benecia Land & Terminal Company 
has asked the Council for a franchise to the city limits on 
the Vallejo Road in Benecia. A franchise in Vallejo will be 
applied for at an early date of the City Council, and the 
Supervisors at their next meeting, in October, will also be 
asked to grant permits over certain county roads. This is 
part of a plan to build an electric line from Benecia to 
Vallejo and a line from Benecia to Winters, via the Berry- 
essa Valley. [E. R. J., Aug. 22, ’14.] 


Fresno, Cal.—The Fresno Interurban Railway has asked 
the Council for a franchise to extend its line out Fresno 
Avenue to Mahoney, thence to Blackstone, north to Weldon 
and out that street to the Normal school, a distance of 1% 
miles. As soon as the line to the school is completed, work 
will begin on the unit to Clovis from Alvina Heights. 

Los Angeles, Cal.—The Pacific Electric Railway has re- 
ceived a twenty-one-year franchise from the Council over 
certain sections of Sixth Street and Central Avenue in Los 
Angeles. 


San Francisco, Cal.—Members of the North Beach Pro- 
motion Association have asked the Board of Supervisors 
to authorize the San Francisco Municipal Railway to extend 
its line down Stockton Street to the Embarcadero. 


Stockton, Cal.—The Tidewater Southern Railway has 
asked the Council for a franchise to extend its tracks in 
Stockton to connect its warehouses, manufactories and other 
industries and enterprises within its line of railway and 
for the purpose of connecting its line with the tracks of 
other railroad companies in Stockton. 


Franklin, Mass.—The Milford, Attleboro & Woonsocket 
Street Railway has asked the Council for a franchise to 
relocate its tracks on Central Street in Franklin. 


Swampscott, Mass.—The Bay State Street Railway has 
received permission from the Council to double track 
Humphrey Street from the Lynn line to Commonwealth 
Avenue in Swampscott. 


*Ypsilanti, Mich.—The Ypsilanti Street Railway has asked 
the Council for a franchise to build an electric belt line in 
Ypsilanti and to arrange to use the tracks of the Detroit, 
Jackson & Chicago Railway on Michigan Avenue, Wash- 
ington, and West Cross Streets in Ypsilanti. Frederick H. 
Zeigen, Detroit, president. 
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TRACK AND ROADWAY . " 


Edmonton (Alta.) Radial Railway.—Arrangements have 
been made by this company with the Hudson’s Bay Company 
to have the work of paving and laying tracks for the line on 
Portage Avenue begun at once. 


Pacific Electric Railway, Los Angeles, Cal.—Right-of- 
way has been secured by this company from Riverside to 
Corona via Yorba Linda, Brea and Whittier. The Harbor 
Commission has requested this company to remove certain 
tracks crossing the northern end of Municipal Dock No. 1 
and serving the Miner fill and docks of the Outer Harbor 
Dock & Wharf Company. In the,.event of the removal of 
these tracks the Miner fill people will be expected to con- 
struct tracks on their own property up to the adjoining city 
lands. 


Marin County Electric Railway, Mill Valley, Cal.—The 


‘Railroad Commission has issued an order granting this com- 


pany an extension of time until April 1, 1915, in which to 
sell the stock previously authorized for the construction of 
an electric railway in Mill Valley, Marin County. W. 
Wesley Hicks, 320 Market Street, San Francisco, chief 
engineer. [E. R. J., June 13, ’14.] 

*Redlands, Cal.—Plans are being considered to build an 
electric railway from Redlands Junction to Yucaipa via 
Redlands. G. S. Biggin and E. A. Warner are among those 
interested. 


Stockton (Cal.) Electric Railway.—All legal preliminaries 
having been completed actual construction of the extension 
of the El Dorado Street line of this railway to Tuxedo Park 
will begin within the next few days. 


Danbury & Bethel Street Railway, Danbury, Conn.—The 
Public Utilities Commission has approved the plan of this 
company for the reconstruction of its track on White Street, 
Danbury, and the construction of a turnout at that place. 


Washington Railway & Electric Railway, Washington, 
D. C.—By unanimous consent the House has passed a Sen- 
ate bill authorizing this company to extend its tracks from 
the point where its present tracks intersect Portland Street 
Southeast, thence along Portland Street in a westerly direc- 
tion to Fourth Street Southwest in Washington, D. C. 


St. Petersburg & Gulf Railway, St. Petersburg, Fla.— 
The extension of this railway on Ninth Street north and 
eastward on the Johns Pass Road half way to Coffee Pot 
Bayou is completed and will soon be placed in operation. 
This extension is the first part of a loop that will be com- 
pleted eventually to connect the former North Street termi- 
nus and the Coffee Pot terminus. 


St. Elmo, Springfield & Northern Traction Company, 
Springfield, [ll—This company, incorporated in 1907 for the 
purpose of building an electric railway from St. Elmo to 
Springfield, Ill., has filed notice of dissolution with the State 
Public Utilities Commission. 


*East Dubuque, Ill.—Plans are being made to form a 
company to build an electric railway to connect Platteville 
with Lancaster, the county seat of Grant County, the inland 
villages west and north, and also to connect with the Chi- 
cago, Milwaukee & St. Paul Railroad and the Chicago, 
Northwestern Railroad at Shullsburg, the Illinois Central 
Railroad at Apple River, Ill., the Chicago, Great Western 
Railroad at Stockton and the several lines at Freeport, 
where connections will be made with the Illinois Traction 
System, thus giving Grant County a direct route with Chi- 
cago. This is not a new railway project, it having been in 
process of promotion for several years by Engineer Palmer, 
who has been working on the proposition ever since the 
Fox line to Platteville was abandoned. 


Tri-City Railway, Davenport, la.—The new line on Thirty- 
eighth Street from Eighteenth Avenue to Seventh Avenue 
connecting with the Fourth Avenue line iri Rock Island has 
been placed in operation by this company. 


Manhattan City & Interurban Railway, Manhattan, Kan.— 
It is reported that this company will operate its cars into 
Junction City over its own tracks and that work on the 
addition to the line to Fort Riley into Junction City will be 
begun at once. The managements of the Manhattan and 
Junction City companies were unable to come to an agree- 
ment for the use of the Junction City to Fort pres 
electric line. 
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‘is interested. 


New Orleans Railway & Light Company, New Orleans, 
La.—Elaborate improvements will soon be made by this com- 
pany on its property along the New Basin Canal at West 
End to facilitate the landing of passengers for the city’s 


‘West End Park, which is to be opened next spring. The 


company will remove the old bridge and in its stead will 
erect a new passenger bridge, 250 ft. nearer the lake than 
the old one. This structure will cost about $45,000. The 
whole improvements, including the bridge, will cost $65,000 
or $70,000. 


Quebec Extension Railway, Presque Isle, Maine.—Surveys 


- have been completed and plans are being made by this rail- 


way to begin construction in 1915 for its 100-mile line 
between Washburn and Quebec. It will extend across the 
northern part of Maine to connect the existing lines at 
Quebec and New Brunswick, and across New Brunswick to 
the Quebec border. [E. R. J., Aug. 15, 714.] 

Wahpeton-Breckenridge Street Railway, 
Minn.—Work has been begun by this company tearing down 
the old wooden poles along its lines and replacing them with 
new steel posts. 


St. John (N. B.) Railway.—This company is asked to con- 


_sider plans to extend its lines through Simonds, St. John 


County. 

Frontier Electric Railway, Niagara Falls, N. Y.—If the 
necessary franchises are obtained from the Councils of 
Tonawanda and North Tonawanda this fall this company will 
begin work on the line which plans to parallel the Interna- 
tional Railway’s new line which will enter Niagara Falls 
over a private right-of-way paralleling the Erie Railroad. 
It will extend over the private property to Portage Road 
and along Portage Road to Niagara Street, where it will 
connect with the present Niagara Street line. 


Durham, N. C.—Preliminary arrangements are being made 
to organize a company to build the 12-mile electric line 
between Durham and Chapel Hill. C. G. Creighton, Durham, 
[E. R. J., March 14, 714.] 


Cleveland (Ohio) Railway.—This company is asked to 
consider plans to extend its Madison Avenue line from its 
present terminus at West 117th Street to Rocky River in 
Cleveland. 

Columbus, Delaware & Marion Railroad, Columbus, Ohio. 
—The city of Columbus has granted this company the right 
to use T-rails on Hudson Street and Indianola Avenue. The 
improvement had been delayed because of the franchise pro- 
vision demanding the use of grooved rails. Residents of the 
vicinity petitioned the City Council to allow the company to 
use T-rails on condition that the work be completed this fall. 

Dayton, Middletown, Reading & Cincinnati Company, 
Middletown, Ohio.—If the property can be secured, it is 
possible that this company will use the Miami & Erie canal 
bed. for its right-of-way. The plan, however, is yet un- 
matured. The engineers are at work on Reading Road, the 
original route contemplated, and the officers state that they 
are in no hurry to begin actual construction and would pre- 
fer to wait until the European war is over to finance the 
proposition. This will give time to consider the use of the 
canal bed. [E. R. J., June 18, 714.] 

Hocking-Sunday Creek Traction Company, Nelsonville, 
Ohio.—It is reported that Close Brothers, of London, Eng- 
land, will furnish $100,000 for the completion of this line 
between Nelsonville and Athens. This firm is building a 
large central station in the coal field at Floodwood, which 
will be near the new traction line. It will furnish power 
and light to a number of towns in the Hocking and Sunday 
Creek valleys and in other sections of the State. 

Sudbury-Copper Cliff Suburban Electric Railway, Sudbury, 
Ont.—This company, which plans to build an electric rail- 
way from Sudbury westerly to Copper Cliff and from 
Sudbury easterly to Coneston, has elected the following 
officers: J. J. Mackey, president; J. H. Morin, vice-president, 
and M. J. Powell, secretary. [E.R. J., July 11, ’14.] 


Toronto, Ont.—The series of thirty meetings organized in 
the various municipalities interested in the project of. build- 


-ing an electric railway from Toronto to Markham, Port 


Perry, and other points, is being held, and the final meeting 
is being arranged for Oct. 17. The vote will be taken in the 
various. municipalities Oct. 19. The question to be submitted 
to the ratepayers will be whether authority shall be given to 
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the various Councils to raise the amounts which will make 
up the $3,954,914, which is the estimated cost of the building 
and equipment of the 774% miles of proposed railway. 
[Bs Re 3.,:Oct. 3; 714.] 

Toronto & Suburban Railway, Toronto Junction, Ont.— 
The Toronto-Woodbridge extension of this company’s lines, 
which has been under construction for nearly two years, is 
nearing completion, and it is expected will be in operation 
in October. An hourly service will be inaugurated to Wood- 
bridge with a fifteen-minute schedule to Weston. 

Uxbridge, Ont.—A by-law to raise $202,665 for the con- 
struction of an electric railway in Uxbridge will be submitted 
and voted on, Oct. 19, by the ratepayers in Uxbridge. 

*Waterford, Ont.—The Hydro-Electric Power Commission 
of Ontario is contemplating the construction of an electric 
line from Brantford to Waterford via Burford, Scolland and 
Oakland. It is the intention to build a substation in Water- 
ford this winter. W. W. Pope, Continental Life Building, 
Toronto, secretary. F. A. Gaby, engineer. 

Berks & Lancaster Railway, Lancaster, Pa.—Work has 
been begun by this company on its line which will extend 
from Lititz to Womelsdorf and from Clay to Kleinfelters- 
ville. V.J. McGlesney, Phoenixville, is interested. [E. R. J., 
June 27, 714.] 

Conestoga Traction Company, Lancaster, Pa.—A 3-mile 
extension from Marietta to Maytown is being planned by 
this company. 

Philadelphia (Pa.) Rapid Transit Company.—This com- 
pany is asked to consider plans to build an extension on 
Fifty-sixth Street in Philadelphia. 

Nashville (Tenn.) Traction Company.—Track laying for 
this railway has been begun on. additional streets by the 
Detroit & Nashville Traction Company, organized to do the 
construction work. Tracks have been laid on the Shelby 
Avenue line, and it is announced that rails will be laid on 
the McGavock Avenue bridge in the next two or three weeks. 
The tracks have been completed on Fifth Avenue from 
Crawford Street to Mulberry Street and on Lafayette from 
Second Avenue to the city limits, and it is expected that cars 
will begin to operate the latter part of November. [E. R. J., 
Sept. 5, 714.] 

*West Virginia Electric Company, Owensport, W. Va.— 
This company is being organized to build a 50-mile electric 
railway from Owensport to Weston, W. Va. 


SHOPS AND BUILDINGS 


Pacific Electric Railway, Los Angeles, Cal.—Plans are 
being made by this company to begin work soon on the 
construction of its new depot in Gardena. 

Moncton Tramways, Electricity & Gas Company, Ltd., 
Moncton, N. B.—This company’s carhouse at Moncton was 
destroyed by fire on Sept. 14. The loss is estimated to be 
about $10,000. Plans are being made to rebuild at once. 


Portsmouth Street Railroad & Light Company, Ports- 
mouth, Ohio.—Plans are being considered by this company 
to build a large modern carhouse in Portsmouth in the 
spring. 

Salt Lake & Ogden Electric Railway, Salt Lake City, 
Utah.—Plans are being considered by this company and the 
Ogden Rapid Transit Company to build soon a joint inter- 
urban terminal on Twenty-fourth Street between Grant 
Avenue and Lincoln Avenue in Ogden. The structure will 
be two stories high with a frontage of 50 ft. on Twenty- 


.fourth Street and will extend 270 ft. from Twenty-fourth 


Street north into the center of the block. Entrance to the 
terminal by the cars of both companies will be from Lincoln 
Avenue. 

Southern Traction Company, Dallas, Tex.—This company 
has opened a new passenger station at Alma. Its new 
brick depots at Palmer, Milford and Forreston are nearing 
completion. 

POWER HOUSES AND SUBSTATIONS 


Milwaukee Electric Railway & Light Company, Milwau- 
kee, Wis.—This company will add to the equipment of the 
West Allis substation two 5000-kva water-cooled transform- 
ers, switches, current transformers and accessories. The 
contract for the apparatus has been placed with the Gen- 
eral Electric Company. 
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Manufactures and Supplies 


ROLLING STOCK 


Charleston (S. C.) Consolidated Railway & Lighting Com- 
pany is reported to have purchased twelve all-steel city cars 
from the Cincinnati Car Company. 


TRADE NOTES 


Walter B. Snow, Boston, publicity engineer, has removed 
his offices to Rooms 511-516, in the new Federal Street 
Building, 1386 Federal Street. 


C. W. Lee Company, New York, has moved its of- 
fices from 90 West Street to 56 Pine Street. C. W. Lee, the 
active head of the concern, has handled. many important pub- 
lic utilities during the past ten years. 


D. M. Donnan of the Boston sales office of the Westing- 
house Electric & Manufacturing Company, has resigned, 
effective Oct. 1, 1914, to become the manager of the Elec- 
trical Engineering & Manufacturing Company, with offices 
in the First National Bank Building, Pittsburgh, which will 
represent the Morgan Crucible Company, Ltd., in the Pitts- 
burgh district for the sale of Morganite and Battersea car- 
bon brushes. Mr. Donnan before he went to Boston was 
connected for a number of years with the New York and 
East Pittsburgh offices of the Westinghouse Electric & 
Manufacturing Company. 


A. M. Byers, Pittsburgh, Pa., has recently completed a 
new galvanized plant at its mills in Pittsburgh which con- 
tains modern equipment for manipulating its wrought-iron 
pipe galvanizing process. The Byers galvanizing specifica- 
tions call for a hot metal process, a coating of high-grade 
prime Western spelter, and a deposit 100 per cent heavier 
than that required in government galvanizing specifica- 
tions. A careful weighing and inspection before galvaniz- 
ing; the device for turning the pipe in the baths; the extra 
long cleansing period; the pyrometer ‘regulated kettles; 
the superior quality and absolute purity of the spelter, 
and the final weighing that assures the proper coating— 
each of these steps are specialized and handled by experts. 
The spelter bites down deeply into the porous uniform 
texture of the wrought-iron pipe, coating it thickly and 
evenly, thus minimizing possibility of flaking. 

Esterline Company, Indianapolis, Ind., reports the ship- 
ment of “Golden Glow” headlights to the following electric 
railways in the month of September: Texas Traction Com- 
pany, Dallas, Tex.; Standard Steel Car Company for cars 
being built for the ‘Mahonine & Shenango Railway & Light 
Company; Lynchburg (Va.) Traction & Light Company, 
Muskegon (Mich.) Traction & Lighting Company; Georgia 
Railway & Power Company, Atlanta, Ga.; Roanoke (Va.) 
Railway & Electric Company; Pacific Gas & Electric Com- 
pany, Sacramento, Cal.; Meridian (Miss.) Light & Railway 
Company; Corry & Columbus Street Railway, Corry, Pa.; 
Tidewater Power Company, Wilmington, N. C.; Memphis 
(Tenn.) Street Railway; Jewett Car Company for cars being 
built for the Geary Street Municipal Railway, San Fran- 
cisco, Cal.; Lincoln (Ill.) Railway & Light Company; Seat- 
tle Car & Foundry Company, Seattle, Wash.; Virginia Rail- 
way & Power Company, Norfolk, Va., and Cleveland & Hast- 
ern Traction Company, Cleveland, Ohio. 


ADVERTISING LITERATURE 


American Electrical Works, Phillipsdale, R. I., has issued 
a price list, effective Sept. 24, of its wire and cable 
materials. 


Prepayment Car Sales Company, New York, has issued 
an advertising card in regard to its booth at the A. E. R. A. 
Convention. 


Monarch Pneumatic Tool Company, St. Louis, Mo., has 
issued Bulletin 18-A, describing its various types of pneu- 
matic tools. 


Arnold Company, Chicago, engineers, have issued a post- 
card photograph of the new car shops of the Chicage & 
Eastern Illinois Railroad at Danville, Ill. 


Railway & Industrial Engineering Company, Pittsburgh, 
Pa., has issued a booklet which contains a discussion, accom- 
panied by diagrams, showing the advantages of raising the 
voltage for d.c. distribution for electric railways. 
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St. Louis Car Company, St. Louis, Mo., has issued 4 
folder describing the Thompson slack adjuster; lined an 
unlined rattan for seating; longitudinal cushions and backs, 
upholstered in rattan, leather, carpet and plush and vertical 
wheel brakes. 


Van Dorn & Dutton Company, Cleveland, Ohio, has dis- 
tributed among its friends and patrons in the traction field 
an attractive and instructive wall hanger. In halftone illus- 
trations this shows the evolution that has taken place in 
cars for street and interurban railway transportation serv- 
ice. It also contains a message on gears and pinions and a 
short story on economical operation. 


Harrison Safety Boiler Works, Philadelphia, has issued a 
folder describing its Cochrane metering heater, precision 
meter, multiport safety exhaust outlet valve, flow valve, 
steam-stack and cut-out valve heater and receiver, separa- 
tor and Sorge-Cochrane hot-process, water-softening system 
for steam-power plants. A diagram in the folder indicates. 
the location of this company’s exhibit at the A. E. R. A. 
convention. 


Sprague Electric Works of General Electric Company,. 
New York, has issued Bulletin No. 48,700 desert Bite ies 
electric monorail cranes for efficiency in modern industrial 
plants. The catalog contains a complete description of 
these cranes and shows many illustrations of actual in- 
stallations. This bulletin is supplemented by a small folder 
describing electric hoists for the efficient handling of all 
loads. Bulletin No. 48,701, which supersedes Bulletin No. 
112, describes in detail electric dynamometers for measur- 
ing horse-power, generated or absorbed. Actual values. 
of torque and speed can be measured at any loads and 
speeds within the range of the machine under test. 


Union Electric Company, Pittsburgh, Pa., has issued a. 


bulletin descriptive of the Melobeam headlight, the. latest, 
development made by the Crouse-Hinds Company in incan- 


descent headlights for either surface or flush mounting. 
The flush type is the same size as the Crouse-Hinds type 
“Z”’ and is therefore interchangeable. It may be equipped 
with either clear or Noglare doublet lens and will accommo-_ 
date any concentrated filament mazda lamps from 28 to 94 
watts by merely adjusting the receptacle in the case. Lamps. 
are mounted in a vertical position, insuring the longest pos- 
sible life. The lamps are intended to be burned in the head- 
light in series with the car lighting circuit usings lamps of 
the same wattage and voltage as those burned in the car. 
However, in cases where a larger lamp is desired in the head- 
light than those used in the car, a special resistance can be 
furnished in the headlight, making it possible to use larger 
lamps independent of the car-lighting circuit. This com- 
pany has also issued a folder on Keystone porcelain strain. 
insulators, guy wire type, for requirements of high insula- 
tion and great mechanical strength. 


Railway Appliances Company, Chicago, has issued an 
attractive catalog describing the Ray snow flanger, impor- 
tant changes in which have been made in its lifting mechan- 
ism which make it automatic in action. In the improved 
design the flanger is forced to the lowered position under 
air pressure, and as soon as the engineer or engineman 
release the air the auxiliary springs automatically and 
quickly raise the flanger to the uppermost position, where 
it remains until the air pressure is again applied. An illus- 
tration in the catalog shows a flanger attached to the body 
of a General Electric locomotive. Other illustrations show 
an application of the flanger to an interurban car of the 
Davenport & Muscatine Railway, Davenport, Ia. Flangers 
can be either mounted on the truck or to the car body. 
Flanging blades can be made to take a considerable depth 
of snow and thus eliminate to a large extent the use of 
wedge plows and other heavy snow-fighting equipment. 
The whole mechanism is so designed that it will clear bridges 
and guard rails, and cars can be run over city pavements, 
as the flanging blades do not extend below the head of 
the rail. In a special design adapted for third-rail lines 
the blades are so arranged that the snow at all times is 
thrown to one side of the right-of-way and away from the 
third-rail. When flangers are required for light interurban 
service the application may be made directly upon the truck. 


In this position it is possible to neck the cutter knives, - 


allowing the flanger blades to project below the ball of the 
rail, thus effecting a clean flangeway and full tractive effort. 
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SB is the new 76-E type of truck which will be shown in the Brill Ex- 
hibit at the Atlantic City Convention during the coming week. Itisa 
two-motor city and suburban truck capable of a speed of 30 miles per 
hour, and has the same spring system and spring bolster arrangement 
used in the Brill Single-Motor Truck. The one-piece bolster has spring caps 
formed in the ends which close down on spring seat castings when the 
car is more than half loaded and thus provides a graduated spring system 
for light and heavy loads—the greatest improvement in truck design for 


many years. 


IHE J G. BRI LL pooM PANY AGENCIES: Pierson, Rorprne & Co., San 
; ade Dane, ba. Francisco, Los An&eles, Portland, Seattle. Noyes 
AMERICA a Sete COMPANY Broruers,Melbourne. Sidney, Dunedin,Brisbane, 
“ oT Perth. C. Dussrruman, 48 Rue du Luxembourg, 

ous CEM A Nae AR CO. ID) Brussels. SHacKLEFoRD & Co., Calle San Martin 
WASON MANU FA CTU RING Co. if 201, Buenos Aires. Taomas Bartow & Sons, 
Springfield, Mass. Durban, Natal. Seewan,Tomes & Co., Hon’ Kong, 
GOMBEAGNTE- J2-Ge BRILL Canton, Shanghai. G. Carccuertr, Piazza Sicilia, 
1,Milan. Lonpon Or ricg, 1 10 Cannon Street, E.C, 


Paris. France 
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The G-E Straight Air Brake Equipment 
With Emergency Feature 


Increases safety factor of the straight air brake on city cars, and also provides 
a means for safe operation of two-car trains during rush hours and other periods 
of heavy travel. 

A quicker application of the brake can be made when the motorman’s valve 
handle is placed in the emergency position, for the reason that the emergency valve 
operates and admits main reservoir air direct to the brake cylinder without passing 
through the motorman’s valve. 

If desired, a conductor’s valve will be furnished so that an emergency applica- 
tion of the brakes can be made by the conductor from his position on the rear plat- 
form, or from any part of the car or train. 1 

An automatic applieation of the brakes is made should a rupture occur in any 
part of the emergency line. This insures maximum braking power if the pipe con- 
nections at the ends of the car are accidentally broken. 

An automatic application of the brakes is made in the event of the cars pulling 
apart when operating in trains. 

Investigate G-E Air Brake Equipment at the Convention. 


General Electric Company 


Atlanta, Ga. Cleveland, Ohio Nashville, Tenn. St. Louis, Mo. 


Baltimore, Md. Columbus, Ohio ° New Haven, Conn. Salt Lake City, Utah 
Birmingham, Ala, Dayton, Ohio General Office: Schenectady, N. Y. New Onleane fe San Le ae 
oise, Idaho enver, Colo. ew Yor seis Schenectady, N. Y 
Boston, Mass. Des Moines, Iowa ADDRESS NEAREST OFFICE Niagara Falls, N.Y. “Seattle; Wash, 
Buffalo, N. Y. Detroit, Mich. oa Omaha, Neb. Spokane, Wash. 
Butte, Mont. (Office of Agent) ‘ } 2 Philadelphia, Pa. Springfield, Mass. 
Charleston, W. Va, Duluth, Minn. Indianapolis, Ind. Los Angeles, Cal. Pittsburg, Pa. :Syracuse, N. Y. 
Charlotte, ‘N.C. Elmira, N. Y. acksonville, Fla. Louisville, Ky, Portland, Ore. Toledo, Ohio, 
Chattanooga, Tenn. Erie, Pa. oplin, Mo. Memphis, Tenn, Providence, R. I, Washington, D. C. 
Chicago, Ill. Fort Wayne, Ind. Kansas City, Mo. Milwaukee, Wis. Richmond, Va. Youngstown, Ohio 
Cincinnati, Ohio Hartford, Conn. Knoxville, Tenn. Minneapolis, Minn. Rochester, N. Y. ; 


For Texas, Oklahoma and Arizona business refer to Southwest General Electric Company (formerly Hobson Electric Co,), Dallas, El Paso, 
Houston and Oklahoma City. For Canadian business refer to Canadian General Electric Company, Ltd., Toronto, Ont. | 


